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Lord Leathers and Easter Travel 


HE public response to official exhortations to make this a 
non-travel Easter was sufficiently great to justify the 
Minister of War Transport to issue a special message of thanks 
at the end of the holiday In it he said that he much appre- 
ciated the spirit of co-operation which had been displayed by 
the great majority of the public in refraining from travelling 
during Easter, and he was sure that the relaxation which had 
been enjoyed had been enhanced by the knowledge that the 
movement of traffic essential to the war had proceeded without 
interruption Districts in which his appeal to the public to 
refrain from travel had been disregarded had been few. Reports 
from various parts of the country indicate that cases of -conges- 
tion were exceptional, and there was little evidence that any 


strain was being placed on the normal (non-holiday) services, 
which were provided In the Windsor and Slough areas thers 
was a one-day strike of busmen protesting against a proposal to 
run a Saturday service on the bank holiday. The strike was 
official and designed to express the strikers’ view that the 

posed services had been planned for the conveyance of 
Wiidavmakers n particular those wishing to visit Windsor 
ices ind that petrol would be wasted 

sas a= 


Wartime Revenues and Future Control 


Commenting on the 1942 revenue of the four main-lin 
railwavs The Economist ash what relevance have the 
figures to a post-war settlement? It apparently does not share 
the view of those who have suggested that nationalisation of 
the railways is likely after the war, and that the wartime 


results should be used in computing the basis of compensation 
paid to stockholders The Economist declares that 
nationalisation of railways is, in fact, a dead issue, and that it 
was buried by Lord Keynes in 1926 It feels that it is most 
improbable that any improvement in railway efficiency would 
result from nationalisation, or that the purchase price would be 
limited to a strict capitalisation of the railways’ normal expecta- 
tion of earning power Both as taxpayer and traveller, the 
citizen would almost certainly lose by nationalisation. There is 
probably quite sufficient control of the railways’ ‘‘ natural 
monopoly in normal times to satisfy the public interest, and 
it winds up by declaring that ‘‘ suggestions of nationalisation 
therefore, must be suspect, whether they come from politicians 
or from stockholders who have lost faith in their equity and 
would prefer a gilt-edged holding instead.”’ 


to be 


A Question for Lord Keynes 


In referring to the burial of railway rationalisation in 1926 
by Lord Keynes, The Economist no doubt has in mind a 
passage in his book ‘‘ The End of Laissez Faire,’’ which was 
quotede by Mr. R. M. Holland-Martin at the Southern Railway 
Company annual meeting in March last In that book Lord 
Keynes wrote: rhere is, for instance, no so-called important 
political question so really unimportant or irrelevant to the 
reorganisation of the economic life of Great Britain as _ the 
nationalisation of railways.’’ The Southern Railway Chairman 
icknowledged at that what was said in 1926 was not 
necessarily applicable now, but he could not help feeling hat it 
might be in this instance. It would be at least interesting, and 
it might indeed be valuable, to know from Lord Keynes whether 
he still adheres to the view he expressed seventeen years ago. 
In any event, it seems to be going a little far to characterise 
as a dead issue railway nationalisation. In present circumstances 


once 


when many are actively agitating for a change in the status ot 
the railways, to accept that view might lead to dangerous com- 


placency 


The Point of Ayr Case 


Major Gwilym Lloyd George’s apologia for his action in 
taking over the Point of Ayr colliery, Flintshire, did not dis- 
close any new facts and gave no convincing explanation of the 
true reasons why this colliery should come under bureaucratic 
control Presumably the Minister of Fuel & Power found it 
expedient to support the Miners” Federation with its hundreds 
of thousands of members who are backed by powerful Parlia- 
mentary representation, rather than the local miners’ union 
with its few hundreds of members who had no more _ backing 
than abstract justice affords. Apparently such backing is worth- 


less. The circumstances of this case reveal a sinister trend in 
political autocracy that will give no comfort to upholders of 
liberties which have been won through successive ages. The 


when the case 
far from 
that the 


evidence submitted 
was brought before 
indicating that the 


to Mr. justice Singleton, 
the King’s Bench Division, was 
colliery was badly managed or 
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utput was unsatisfactory; on the contrary, the output per man 
per shift—the real criterion of productive efficiency—was the 
highest in the district. Nor was it indicated that the owners had 
been victimising the members of the larger union. The friction 
uppears to have been confined to the two unions and the easiest 
way out for the Minister of Fuel & Power was to remove this 
friction by sacrificing the owners and the smaller union. 


Private Enterprise After the War 


Lord Dudley Gordon, the retiring President of the Federation 
of British Industries, at the general meeting of that body on 
April 14, made it clear that members of the F.B.I. have no 
doubt that plans for post-war reconstruction should assume the 
continuance of individual enterprise. He pointed out that the 
uation was engaged in a struggle for the preservation of indi- 
vidual freedom and of individual enterprise, and against the 
theory of the domination of the State. It was easy to overlook 
this cardinal principle when planning an ideal organisation, 
because on paper it was much easier to follow a system of 
trict regimentation with an elimination of all personalities, and 
it the same time preserve the appearance of a representative and 


democratic arrangement Lord Dudley Gordon declared that 
ur industrial organisation had to be built on the basis of 

operation of individuals preserving their own individuality 
ind freedom of action, instead of on a basis of compulsion. He 
thought that wartime controls exercised by the Government 
would have to be maintained for some time after hostilities, but 


plans could be made now for their progressive relaxation 


aacum 

Overseas Railway Traffics 

There has been recently a steadiness in Argentine railway securi- 
ties, and traffics in the 41st and 42nd weeks of the financial year are 
still showing improvement, which is most marked on the Central 
Argentine, with an advance of £71,448 in the two weeks. For the 
same period the increases have been £35,200 on the Buenos Ayres & 
Pacific, £21,900 on the Buenos Ayres Great Southern, and £7,500 
on the Buenos Ayres Western. The Argentine North Eastern 
figures are, however, only £6 better and those of the Entre Rios are up 
only £756. On the Antofagasta the gross receipts from January | 
to April 18, 1943, amount to £424,990, an improvement of £91,220. 
Brazilian railway traffics continue to rise. The Great Western, from 
January 1 to April 17, has secured receipts of £255,800, which are 
£83,800 higher than for the corresponding period of 1942 ; and the 


Leopoldina traffics for the same period are £35,983 higher San 
Paulo traffics to April 11 are £11,244 up 
No. of Weekly Inc. or Aggregate Inc, or 
week traffics decrease traffic decrease 
; £ 
Buenos Ayres & Pacific* ° 42nd 114,900 15,000 4,178,640 550,380 
Buenos Ayres Great Southern* 42nd 167,820 8,520 6,802,560 640,620 
Buenos Ayres Western* 42nd 55,380 5,760 2,260,440 114,000 
Central Argentine* 42nd 133,278 30,228 5,572,257 * 1,151,412 
Canadian Pacific 15th 1,064,000 165,400 14,776,200 1,445,400 
* Pesos converted at 16% to £ 
United of Havana traffics from July 1, 1942, to April 17, 1943, 
amount to £2,112,959, an advance of £891,456 
asco 
. 
The Cairn Valley Light Railway 
Announcement is made of the closing to passenger traffic as 
from May 3 of the section of the London Midland & Scottish 
Railway between Dumfries and Moniaive. This section—known 
is the Cairn Valley Light Railway—is interesting as being one 


of the few standard-gauge lines promoted and constructed by a 
main-line company under the powers of the Light Railways Act 
1896 In the first instance the Glasgow & South Western Rail 


way Company was empowered by its Act of 1897 to construct 
this line as an ordinary railway Afterwards, however, it was 
considered that the purpose of the branch would be attained 
equally well, and at considerably less cost, by taking advan- 
tage of the Light Railways Act, and in 1899 the application to 
construct the line as a light railway was granted. The contract 


for its construction was let in 1901, and the line was opened on 


March 1, 1905. It is about 17 miles in length, has intermediate 
stations at Irongray, Newtonairds, Stepford, Dunscore, Cross 
ford, and Wirkland, and terminates at Moniaive The line is 


single throughout with some passing places, and the passenger 
traffic is one class only. 


secu 
Argentine Exchange Rates 


It was reported from Buenos Aires on April 14 that the Argen- 
tine Finance Minister had again Tefused the request of British- 
owned railways to be allowed to transfer funds to the United 


RAILWAY GAZETTE 


April 30, 1943 


Kingdom at the official buying rate of 134 pesos, instead of 
17 pesos. Dealing with the exchange profits made by th. 
Government, as a result of the difference between the buying 


and selling rates, the Government spokesman said that if the 
Government raised its buying rate for sterling to the level of th 


selling rate, and imposed an export tax to take the place of 
exchange profit, the railways would lose their chief argument 


because in that case they could hardly claim part of the export 
tax. A few days later it was reported from Buenos Aires that 
the Central Bank had raised the official buying rates the 
peso for ‘‘ non regular exports’’ to 16 pesos. These “ non 
regular exports ’’ amount to between 5 and 10 per cent. only of 


total exports, and the new rate does not affect directly railway 
remittances. Nevertheless, the view was taken in some quarters 
in London that it might provide an indication of an improving 
trend in general Argentine currency rates in which the railway 
companies would ultimately participate 


Baltic States as a Post-War Market 


Dr. V. Raud, former Commercial Counsellor and Consul- 
General for Estonia in London, has prepared a report showing 
the importance of Estonia, Latvia, and Lithuania as customers 
for British products in the past, and also after this war. Dr 
Raud has dealt in considerable detail with various probabilities 
relating to the economic reconstruction of the Baltic States. He 
points out that the effects of the war will inevitably leave land 
transport in a deplorable condition. The replacement of railway 
rolling stock is bound to take time, and it is possible that in the 


first instance commercial road vehicles will be used, as they are 
likely to be more readily available, to make good deficiencies oi 
the railway systems. Dr. Raud puts post-war transport needs at 
some 80 per cent. of the pre-war total, because it cannot be 


expected that economic life in all branches will at once begin t 
function normally. In a table in which are given estimated pri 
cipal post-war import requirements during the first two years 
ifter the war in Estonia, Latvia, and Lithuania, rails are put at 
8,800 tons in the first year, and 7,500 tons in the second, and 
they are given a high order of priority. The former of these 
figures is double pre-war normal imports. Iron and steel requiré 
ments in various forms are estimated by Dr. Raud in the post 
war years at quantities from 50 per cent. greater than 
before the war. 


25 to 
ssc 


Operating Ratios in Wartime 


Superficially, one of the most remarkable features of railway 
operation since the outbreak of war has been the steady and 
persistent decline in the operating ratio On the four main 
line railway companies, the proportion of gross receipts absorbe« 
by operating expenditure before the war was of the order of 
80 per cent. For the five major controlled undertakings—includ 
ing the London Passenger Transport Board—it was 82 per cent 
in 1940, 77 per cent. in 1941, and 73 per cent. last year. It is 
not unlikely that in the current year there may once more be an 
improvement in the operating ratio, but it would be wholly false 
to ascribe the change which has occurred to anything more than 
abnormal wartime operating conditions The present demand 
for transport so greatly exceeds the available supply that con 
ditions of optimum loading are possible which could not obtai! 
in peacetime. In passenger travel, for instance, the withdrawal! 
of cheap fares and the curtailment of facilities has not succeeded 
in reducing the number of travellers below a point at which the 


great bulk of trains are crowded; similar conditions apply t 
goods, inasmuch as ordinary commercial traffic has to defer t 
Government supplies and in effect, if not in theory, movement 


} 


has become rationed by availability of transport 


‘*Common Employment ’’ Doctrine in U.S.A. 


the United States Supreme Court in the case of Tille: 
Atlantic Coast Line has given recently the important ruling that 
every vestige of the doctrine of ‘‘ assumption of risk’’ by a 
railway employee was obliterated from the Federal Employers 
Liability Act by the Amendment passed in August, 1939 

Assumption of risk ’’ in this case appears to be equivalent to 
the old doctrine of ‘‘Common Employment ’’ in this country 
under which an employee could not recover from the employei 
under the Employers’ Liability Acts damages for injury caused 
by a fellow employee, on the ground that the risk of such 
injury was inherent in the acceptance of employment. In the 
American case Mrs. Tiller was claiming damages in connection 
with the death of her husband, an Atlantic Coast Line police- 
man, who was killed by a train moving on a track adjacent to 
that where he was at work inspecting seals of another train 
The 1939 Amendment stipulated that an employee of a carrie! 
should not be held to have assumed the risks of his employment 
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of . case where injury or death resulted in whole or in part Colonel Kitson Clark 
th: from the negligence of any of the officers, agents, or employees 
ring nf such carrier. It was also laid down in the American ruling THE death, within three days of his seventy-seventh birthday, 
the that with the abolition of the ‘‘ assumption of risk ’’ defence, of Lt.-Colonel E. Kitson Clark, will be deeply regretted by 
the the principle of ‘* comparative negligence *’ had been estab- the wide circle of friends who were able to appreciate his 
of shed instead, meaning that “ contributory negligence iige Pecos exceptional talents. An engineer by inheritance, as one of the 
nt nger an absolute defence, and raising the question whether : ee a8 < t tt lestinie yen 
me re rrier was negligent and whether that negligence was the third generation to take c varge of the destinies of Airedale 
hat roximate cause of the injury The case now goes back to the Foundry, he was at heart a historian and antiquary. rhe loco- 
th: District Court for the question of negligence to be tried with a motive developments with which he was associated are chronicled 
non iury on another page; here we recall how a brilliant classical career 
y of 2 ssc at Cambridge laid the foundation of his later archzological 
way 3 . me ee researches, in which he brought to bear both erudition and 
ters Catering Developments on South African Railways imagination of the highest order He was a most entertaining 
ing \ feature emphasised in the report for the year ended March speaker, capturing his audience with polished wit and overflow- 
way 31, 1942, issued by the General Manager of the South African jing good humour. As a writer, he was equally gifted; his book 
R ys & Harbours, is the remarkable development of th ‘‘ Kitsons of Leeds,’’ published in the centenary year of the 
itering Department of the administration since the union of ; ae p 
1910 [he earnings of the department for the year 1911-12 eee apart from being a valued record of private enterprise sa 
n ed only to £311,346, compared with the figure of ‘ocomotive development, is an arresting example of his vivid 
£1,182,994 for 1941-42 The attainment of the latter sum _ literary style He was immensely proud of the recognition 
sul ; I the first occasion in the history of the department on iccorded to him by engineers in electing him President of the 
ying \ the total earnings derived from the catering, bedding, and Institution of Locomotive Engineers (1921-2) and, ten vears 
Dr iu! ry services have exceeded 61,050,500 Phis ii the first vest later, of the Institution of Mechanical Engineers. Charac- 
43 S hat the number of meals served to civilian passenger teristically, his last remark on retirement from the Council of 
“2 . xceeded the one-million mark, although the _ greatly Se Sele é, ad 00s Pp ee 
Hi i ad total number of meals provided was accounted for the itter institution (on crossing the floor of the meeting ha I to 
in rgely by those served to military personnel [he increase in take his place again amongst the body of members) «was, I 
wa spect of revenue-earning meals compared with the preceding now go to join those merry ghosts on the other side.’’ 
th vas slightly over 28 per cent., and the fact that in two In 1922, when he was President of the Institution of Loco- 
uré rs the number of these meals has risen by nearly 100 per cent. motive Engineers, in the course of a speech replying to the 
( giv some indication of the strain which has been placed on toast of the institution which had been proposed by Dr. Hele- 
at the partment since the war began Further details are given Shaw, at the institution’s annual dinner, Colonel Kitson Clark 
Overseas columns on page 432 said: ‘‘ There is a tendency, of course, to specialise; you have 
1 t the locomotive which is designed for specially heavy traffic; you 
ake ao5 om scale : 
Tl have the locomotive which has got to operate in a waterless 
‘pe Resharpening Worn Files country; you have the locomotive that has to go round curves 
t at ' = ind up mountains, and all special kinds like these; some for 
ee In these days of difficulty in repairing and reconditioning worn Very, quick, short, passenger traffic, which will direct our atten- 
hese t f various types, it is opportune briefly to recapitulate the tion in the future, no doubt, to electricity, internal-combustion 
lir t f a method of resharpt ning files by the low-voltage bath ind other engines Well, let us not forget that we owe the 
ost rocess. This method, which has been described in Kempe ~ life of the English railways to a simpler, more ordinary creature, 
ngineer’s Year Book has been used in the signal we rkshope ind that is the good old-fashioned, six-wheels-coupled locomo- 
East Indian Railway [he process consists of careful tive that has done yeoman’s work in the past, and I believe, 
ng, with hot water and soda, of the file to be resharpened gentlemen, will do yeoman’s work in the future, and I beg to 
itter then is connected to the positive terminal of a suggest that we, as locomotive engineers, should direct our 
y, in a bath composed of forty parts sulphuric acid and attention to simplifying and cheapening the reproducing in enor- 
W ousand parts water An ordinary — of com- mous quantities of the general utility locomotive that can go 
an ratively low voltage, only ~ required [he negative tet inywhere and do anything At the present time we devote our 
in of tm battery “ ce oe a Coppel spiral surrounding ittention to what I might call ‘the fireworks of the _profes- 
rbe le, but not touching it. When the latter has been in the ign I have always been, as an ordinary person, interested in 
r 10 min. it is taken out, washed, and dried. It is some the rather more ordinary machine, and I should suggest that 
lu necessary to repeat the operation, leaving the file in the ittention should be brought back to this useful instrument, the 
ent for the same period again, but seldom are more than two old-fashioned, six-wheels-coupled locomotive.” 
It is erations necessary It is claimed that a file thus treated We remember being impressed at the time by those remarks 
p an 1 be to all appearances new and should be good for sixty of Kitson Clark. What a pity it was that this idea did not occur 
ils work to the principal of some locomotive building firm a generation 
thar socom or two earlier. If it had the British locomotive building industry 
1 Ice on a Tender Top ag have had quite a diffe rent history. For many years it 
con 1as been one of the grievances of British locomotive building 
tail Judgment has been delivered recently by the United States firms that they have no assfired home market in contradistinc- 
iwa Supreme Court in a case affecting an employee of the Grand tion to their competitors in America and on the Continent 
ede Trunk Western Railroad (the U.S. subsidiary of the Canadian If, in addition to tendering for special types of locomotives to 
the National One winter’s day a brakeman, standing on the top engineers’ specifications, one firm had risked its capital and 
yt f locomotive tender, was attempting to pull the arm of a experience in the mass production of an ordinary 0-6-0 goods 
iter-crane into position to fill the tender tank when he slipped engine within the prevailing structure gauge and maximum axle 
nent n me ice which had formed on top of the tank, and fell to load of most British railways, these engines could have been 
ground, suffering injuries for which the jury in an Illinois built for stock in times when trade was slack and competed in 
State Court awarded him $32,500 damages. On appeal the State price with anything built in railway works. 
llate Court reversed this judgment, and the Supreme Court 
linois refused the man further leave to appeal As the soso 
er involved interpretations of Federal statutes, and in par 
I ilar the Boiler Inspection Act, it was carried to the United Canadian National Railways 
that States Supreme Court, which on January 11 upheld the verdict 
ya f the jury, and restored the previous position It appeared THE report for the calendar year 1942 shows that railway traffic 
yers that at the time of the accident, the 6 sq. ft. of tank top rose to unprecedented levels Freight traffic was more than 
rd sega the coal space and the tank manhole was covered with double that of the peak of the last war and 40 per cent. in excess of 
it t e which had formed as the result of a small leak at the collar ‘ pk. Pee ee pa ‘ 
itry f the manhole. Rule No. 153 of the Interstate Commerce Com- the peacetime record of 1928, and passenger traffic ve 80 per cent 
ove mission lays it down that the top of the tender behind the fuel greater than in 1928. Gross revenues reached $375 millions ; net 
used spa shall be kept clean, and provided with means for carrying revenue, after payment of all operating expenses, was $86-6 millions, 
such ff the waste water, in order to remove all extraneous sub- an increase of $20 millions over the previous year; and the cash 
| the — es which might make standing hazardous. Section 2 of the surplus, after payment of taxes, and interest paid to the public and 
tion Boiler Inspection Act requires all parts of locomotives to be to the Government, was $25 millions, an increase of $21 millions over 
dlice- laintained in such a condition that no peril to life or limb it ke: eikddl ened then eee £ $4 milli RP 
it to shall be incurred by those workipg them, and on these grounds . Js biciccnsaien tt dings SOS CUEING CS Fe Hanon Wee Sore eee 
rain the Supreme Court ruled that in the circumstances the leak in 0f $17 millions in 1940 and gave a better result than in any eres 
rriet the manhole constituted negligence on the railway company’s year. Operations in 1942 gave further proof of the value of the 
nent part Canadian National system to the nation. The greatly increased 
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demands of the armed forces, of the war industries, and of the 
civilian population for transport, communications, and other 
services, were fully met, and the company markedly extended its 
own production of ships and munitions. One of the problems was to 
handle the great volume of business without large increases in 
equipment and personnel, the supplies of which were difficult to 
Many measures weee taken to meet this situation, and 
There was an 


obtain. 
new records of performance were established. 
increase, as compared with pre-war records, in the daily mileage 
made by cars and locomotives, in the tonnage of the average freight 
train, and in the tonnage of freight loaded into the average car. 
Financial results of the past two years are compared in the accom- 


panying table : 


1941 1942 
$ $ 
Operating revenues 304,376,778 375,654,543 
Operating expenses 237,768,437 288,998,674 
Net operating revenue : : 66,608,341 86,655,869 
Other income and profit and loss accounts 12,247,025 12,610,408 
Net income available for interest 54,361,316 74,045,461 
Interest on funded debt held by public 44,698,227 34,949,558 
Int est on Government loans 5,646,762 14,032,635 
Cash surplus 4,016,327 25,063,268 


Freight revenue increased $48,870,000, or 20-4 per cent. over 
the previous year, and 71,545,237 tons of revenue freight were 
carried, against 65,370,412 in 1941. Ton-miles of revenue freight 
in 1942 were 31,729,325,493 compared with 27,199,875,760 in 1941. 
Passengtr revenue increased $16,403,000, or 51-4 per cent., and the 
number of passengers advanced from 17,681,343 to 30,363,290. 
Operating expenses increased by $51,230,238, or 21-5 per cent., and 
the operating ratio in 1942 was 76-93 per cent. compared with the 
previous record of 78-12 per cent. in 1941. The war-time cost 
of living bonus cost the railway $15,549,000, of which $13,695,000 
was charged to operating expenses Repairs and renewals not 
immediately essential have had to be deferred, and a reserve for 
deferred repairs and renewals has been established, created by 
charges to operating expenses The amounts so carried to reserve 
in 1942 were $4,350,000 for track and structures and $8,500,000 
‘for rolling stock and shop machinery Total provision in the 1942 
accounts for maintenance of railway property, including repairs, 
renewals, depreciation, and retirements, was $129,197,000 lrans- 
port expenses in 1942 were $139,607 559, an increase of $21,526,499, 
or 18-2 per cent 

By stepping up the locomotive maintenance programme, the 
equivalent of 264 additional serviceable locomotives was obtained 
An increase in the serviceability ratio also improved the freight car 
situation rhe increased passenger traffic was handled by increas- 
ing the number of trains, the length of trains, and the daily mileage 
made by passenger cars Present indications are that traffic in 
1943 will exceed that of 1942 his will call for even greater effort, 
but the directors have confidence in the ability of the system to 
meet the demands made upon it Average mileage of railway 
operated in 1942 was 23,494, compared with 23,525 in 1941 


Canadian Pacific Railway Company 


THE report for the year 1942 shows that gross earnings wert 

the highest in the history of the company, exceeding those 
of the year 1928 by $14,885,630, “or 6-2 per cent. Net results 
ifter payment of dividends on preference stock were $35,311,485, 
margin for a dividend on the ordinary 
however, not 
past thre 


which provided an ample 
again decided, 
to declare any During the 
years the funded debt has been substantially reduced, but fixed 
harges are still higher than they were when dividends were last 
paid. It is felt that these should be brought down to something 
former level before 
1 considers it to be in the best 


capital stock The directors have 


dividend on this stock 


distribution on this stock is renewed 


Ke The 
! the boar« interests of th 


that it may 


shareholders to conserve the company's resources s 


face the problems of the post-war period in a strong financial 
position Freight earnings in 1942 advanced by $18,496,666, or 
10-4 per cent., in comparison with 1941. Increases were reported 


[he curtailment of ocean and 


of shipping increased the 


in all commodities except grain. 
coastal transport due to the shortage 
rail movement of such staples as coal and oil, and restrictions 
haul 


highway transport contributed to an increase in short 


raffi Earnings from grain and grain products decreased 
$6,041,016, or 15-5 per cent., in spite of the fact that the largest 
prairie wheat crop on record—565 million bushels—was_ har 

sted in 1942. The lack of adequate shipping, as well as thi 
closing of important export markets, created serious storage 
problems at the Lakehead and at other terminal points, thus 


Passenger earnings increased 


were the highest since 


restricting the movement of grain 
by $14,041,105, or 55-5 per cent., and 
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1921. 


The average passenger journey was 156 miles, c npared 
with 144 miles in 1941, the longest previously recorded 
Excluding taxes, the imcrease in working expenses wa 


$25,100,063, or 70-90 per cent. of the increase in gross earnings 
In spite of the increased wage and material costs the operating 
ratio (excluding taxes) was reduced from 71-65 per cent. in 194} 
to 71-54 per cent. in 1942. Some financial figures are com. 
pared below :— 


1941 1942 
3 § 

Freight earnings 177,401,114 195,897,789 
Passenger earnings ... 25,296,788 39,337,993 
Gross earnings on a a 221,446,053 256,864,09) 
Working expenses (including taxes) 175,488,517 208,676,402 
Net earnings 45,957,536 48, 187,689 
Other income 13,382,059 5,861,034 
Total income 59,339,595 64,048,723 

Under ‘‘ other income’’ the operation of ocean and coasta 


steamships resulted in net earnings of $2,888,278, an increas 
of $99,981. A marked improvement topk place in the operating 
results of the Northern Alberta Railway Company,  whict 
enjoyed a very large volume of traffic from special war projects 
and related activities in North-Western Canada. There was 

reduction of $354,228 in hotel earnings. Three hotels and four 
lodges were not in operation during the year, and holiday tourist 
business at the other hotels and camps declined sharply 
Deductions from total income included $22,955,503 for fix 
charges, $738,953 for interest on ‘‘ Soo’’bonds, and $5,042,782 
for preference dividends, leaving a balance transferred to profit 
and loss account of $35,311,485, compared with $29,318 650 in 
1941. Transport expenses increased by $10,653,857, but th 
ratio to gross earnings was reduced to 32-27 per cent., the lowest 
on record. There was a substantial improvement in passenger 
service performance. Another favourable factor was the heavy 
loading and better utilisation of freight cars. In spite of sub- 
stantial decrease in the movement of grain, a commodity which 
loads heavily, the average freight car load increased from 31-86 
tons to 31-93 tons, and although loaded car miles increas¢ 
0-9 per cent., empty car miles were reduced by 13-5 per cent 
Movement of trains on many sections was 1 : 


rendered mor 
difficult, however, because of the increased density of traffi 


Railway Size and Sustenance 


T the present time, when all too often protagonists 
nationalisation or unification of the railway systems of this 
country seem to imagine that the panacea for some real or 
imaginary ills is to be found in single ownership, it may be as 


well to review what success has attended the steps towards this 
end in the past. So far it may at least be said that they de 
not indicate that size is related to prosperity. The merging of 
123 separate railway companies into the present four groups, as 
from January 1, 1923, 
imagination can it be claimed that the owners of the lines have 
derived direct financial benefit from amalgamations which at 
the time of their inception were the subject of forecasts, which 
events have proved to be but both optimistic and illusory. The 
net revenues of the railways of this country for 1913—the last 
year before the outbreak of the first German war—amounted to 
£45,218,523; for 1922—the last year before the amalgamations— 
they £47,751,564. For 1938—the last year before th 
outbreak of the present war—the net revenues for the four amal- 
gamated companies were no more than £28,984,344, and in the 


ten years preceding that year they had not been higher thar 


is a case in point. 3y no stretch of 


were 


£45,000,000, returned for 1929, and they had been as -low as 
£28,700,000 in 1932. 
It will be recalled that the standard revenue of some 


£51,000,000 a year was based on the 1913 net revenues of thi 
railways, with certain additions and allowances, and that this 
figure was arrived at after protracted examination of all relativ: 
data. The standard revenue provisions ‘were approved by Par- 
liament and were, at the very least, a measure of what at the 
time it was thought reasonable for the railways to earn and 
retain That the likelihood of railway net revenues exceeding 
the standard revenue was seriously entertained and, indeed, was 
expected, is evident from the care that was taken to lay down 
the manner in which sums in excess of standard revenues should 
be divided between the companies and traders. How false havs 
been the hopes of that time has made only too clear in 
successive year. Now, of course, the railways are earning 
but, with the strange perversity \ hich 


been 
each 
their standard revenue, 


has dogged them in their long history, they are not permitted 
to retain it, and, indeed, the standard revenue has come to be 


considered almost as a myth by those who, for political put 
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poses, would make further changes in the control of the of cattle, for which the demand seems to be limited only by 
ompanies. The railways are expected, apparently, to have the the ability of the United Nations to provide the requisite refrige- 


strength of an elephant in coping with their wartime tasks, but 


the appetite of a canary for financial reward. If the elephant is 
to be transformed into a mammoth, is its appetite to be further 
urtailed? The lesson of history so far seems to be that the 
financial return is in inverse proportion to size. 

The recently announced net revenues of the controlled rail- 
ways, including the London Passenger Transport Board, for 
1942, which amounted to £89,126,000, are no criterion of normal 
railw earnings, or of the method of control under which the 

nies have operated. The Government, railway manage- 


com} 





ments, and the critics of railways would be unanimous at least 
in agreeing that all the circumstances affecting receipts have 
yen abnormal, and in the highest degree unlikely to obtain in 
ynything but war conditions. In large part, of course, the 
revenues have been obtained by the mass movement of traffic, 
directly or indirectly on Government account. The facili- 
r passenger traffic have been greatly reduced—to an extent 
in peacetime could not fail to have a marked effect on the 
ts of the companies and which may well have their reper- 
ussions on the goodwill of the companies in the post-war period. 


ither 
ties t 
whic 


rece 


Other forms of transport necessarily have been curtailed for 
reasons connected with the war. Moreover, so far as the control 
f the railways is concerned, although this has been centtfalised 
in the Ministry of War Transport, representing the Government, 
ut the top, the full managements and establishments of the 
main lines have been maintained, and have continued to operate 
the lines. It would, indeed, be a grave mistake to accept present 


results of the railways as a measure of what could be obtained, 
either in financial results or in operating efficiency, under either 
tionalised or unified system. 


Argentine Maize and Railway Traffics 


OUBTS have arisen as to whether, at short notice, Argentina 
will be able to meet the needs for food of the European 
untries at the end of the war. On April 7, the Argentine 
Government issued the estimate of the country’s maize crop 


1942-43, 
irmmers have been 


from 
faced with one of 


le season which it is evident that Argentine 
the worst crop failures fot 
The official estimate places the production for the 
entire country at about 1,873,000 tons, which compares with an 
of 8,904,000 tons in the preceding year and 10,100,000 

two years ago. The great fall in output is not entirely the 
result of losses due to unfavourable weather conditions. Roughly 
33. per cent. of the comparing with 1940-41, 

the fact that the land has not been sown. In this respect, 
the figures below are impressive :— 


hany years. 


utput 
arises 


decre ise, 


Area sown 


Crop year (acres) 
1940-41 15,000,000 
1941-42 12,600,000 
1942-43 10,000,000 


Evidently, Argentine neutrality has failed to shield the 
untry entirely from the ravages of the world war and it is 
lear from the steady fall in the acreage sown that, although the 
prices paid by the National Government during the past three 
rs for otherwise unsaleable maize crops have mitigated the 
growers’ losses, these prices have been sufficiently low to dis- 
ourage cultivation, though this is not the whole explanation 
{ the important decrease in the area sown. Agriculturists are 
riously practical and realistic in their outlook and it must 
have been evident to many of them that the Government could 
not continue to expend indefinitely many millions of pesos of 
public money for the purchase of unwanted crops. Hence, with 
i ready market for cattle at remunerative prices, since the out- 
weak of war, there has been a tendency to turn arable land 
back to grazing. , 
rhe loss of the maize crop, as well as the considerable reduc- 
in the area cultivated, will affect the different Argentine 
railways, in which British investors are so widely interested, to a 
varying extent. Thus, the Central Argentine, which, normally, 
carries 50 per cent. of the total crop of the country, will be the 
principal sufferer, and the loss will be felt in lesser degree by 
the Buenos Ayres & Pacific and Buenos Ayres Western railways, 
though, fortunately, the losses on all three lines will be off-set 
partly, if not wholly, by the expansion of other classes of traffic. 


tor 


[he Central Argentine is a heavy carrier of firewood in times 
like the present, when the importation of coal has almost 
ceased and fuel oil is not much easier to obtain; the Buenos 


\yres & Pacific continues to derive advantage from the pro- 
gressive development of the Mendoza oilfield; and the Buenos 
Ayres Western—the principal livestock carrier—should be able 
to make good its losses from maize by the unabated movement 


rated shipping tonnage. 

For still more potent reasons, students of post-war problems 
will look with justifiable apprehension upon the misfortunes 
which have befallen the Argentine maize growers. Hardly a 
day passes without fresh evidence that the world is rapidly 
moving towards the stage where future food supplies for the 
European population, not to mention fodder for livestock, 
becomes more precarious. As recently as February last, it was 
believed that there were maize stocks in Argentina amounting 
to between 4 and 5 million tons, but the drought which caused 
the failure of the last crop necessitated old maize stocks being 
fed to livestock, in addition to which, factories, electric light 
companies and even railways had to use maize for fuel, due to 
the inability to obtain coal, oil, and firewood in sufficient 
quantities and as much as 42 pesos per ton (about £2 10s.) 
has been freely paid for maize for fuel, which portends the 
revelation of very heavy rises in the fuel bills of the railways 
when the annual accounts are submitted to the shareholders next 
October. 

It is doubtful whether Argentina has, at the present time, an 
exportable surplus of maize, nor will she be in a positign to 
offer any appreciable tonnage between now and March, 1944, 
when the next crop will normally be ready for harvesting, even 
if shipping becomes available to carry it. Furthermore, the 
figures previously quoted prove unmistakably that much of the 
maize land has gone out of cultivation and it is hardly to be 
expected that farmers will turn pasture into arable again for 
maize growing without convincing signs that there will be an 
assured market for the crop at, satisfactory prices. Thus, with 
the prolongation of the war, extraneous influences have super- 
vened, which have given rise to well-founded doubts as_ to 
whether, when hostilities cease, Argentina will be able, at short 
notice, to fill the anticipated urgent demands for grain for the 
rehabilitation of the impoverished countries of Europe, which, 
in turn, may postpone the revival of the fortunes of the Argen- 
tine railways, for which the sorely tried British stockholders have 
waited so long. 


Locomotive Building in Spain 


N recent months the position as to the building of loco- 

motives in Spain seems to have aroused a good deal of mis- 
apprehension. In large part this has resulted from the fact that 
at Bilbao a Spanish company which incorporates the name 
Babcock & Wilcox in its title, has received orders for engines 
for use on the Spanish National Railways system. Quite 
erroneously, the suggestion has been entertained that these loco- 
motives have been built by the British undertaking, Babcock & 
Wilcox Limited, and shipped to the Iberian Peninsula. On 
more than one occasion in our columns have set out the 
facts, and, because of the widespread interest which has been 
aroused in the activities of the Spanish Babcock & Wilcox com- 
pany, an article dealing with the history and activities of that 
undertaking is given at page 436. The establishment of the 
company had its genesis in British enterprise, and the fruits 
of the association of British enterprise and experience with 
Spanish capital, crystalised in the formation of the Spanish 
Babcock & Wilcox company, has undoubtedly proved a success, 
for it has enabled new industries to be set up in Spain, and has 
made possible a greater utilisation of indigenous raw materials, 
and has thus served to solve one of that country’s vital economic 


we 


problems. 

Credit for the success of the negotiations with the Spanish 
Government over twenty years ago, which resulted in the estab- 
lishment of the Spanish Babcock & Wilcox company, is due to the 
late Sir James Kemnal and Mr. Francis G.Cowhrick, M.Inst.C.E., 
who were at the time respectively Managing Director of Babcock 
& Wilcox Limited, and General Manager of the company’s busi- 
ness in the Iberian Peninsula. With the formation of the 
Spanish company, Mr. Cowirick became its first Managing 
Director, and since 1928 he has been its Vice-Chairman. Since 
the foundation of the Spanish Babcock & Wilcox undertaking, 
Spain has turned increasingly towards engineering, and more 
recently, the new Spain has entered on a large programme of 
reconstruction. In raw materials, employed at the heavy indus- 
tries, Spain is practically self-supporting. Before the Civil War 
in Spain, that country imported some £4,000,000 worth of goods 
from Great Britain, and hopes are entertained that after the 
conclusion of hostilities, in which Great Britain is at present 
engaged, it will be possible, once more to engage in mutually 
beneficial trade between two countries whose relations have long 
been friendly, both politically and commercially. 


































































































LETTERS TO THE EDITOR 


The Editor is not responsible for the opinions of correspondents) 


No War Bonus for Senior Railway Officials ! 
April 20 
To THE Epitror oF THE RAILWAY GAZETTE 


Sir,—The hospitality of your columns has been extended for 


many letters on this subject, without, unfortunately, any beneficial 
result to the writers, apart from such negative satisfaction as may 
have been afforded by the opportunity to air a grievance. Never- 
theless, you may be sure all railway officers are grateful to you for 
allowing the matter to be so ventilated. 

Might one be permitted to mention a few more points? The 
government White Paper Cmd. 6436, dated March, 1943 (price Id.), 
gives the railway revenues for 1942. It shows that the total net 
revenue was over eighty-nine million pounds, and after providing 
for the forty-three million pounds odd which the railways réceive 
for their “‘ fixed annual sums,”’ a balance of over forty-five million 
pounds reverts to the government as clear receipts or profit. 

On Friday, April 16, 1943, after the 9 o’clock news, Major General 
M. O. Holmes, Director of Movements, War Office, broadcast a 
special tribute to the railways. In moderate, carefully chosen 
words, he told of a really wonderful record in the movement of 
personnel, munitions and stores for the armed forces, and highly 
complimented the railways on their organisation and achievements. 
Although it could not be claimed that the above mentioned two 
outstanding facts are entirely due to the work of the higher paid 
staff of the railways, it certainly can be justly said that these officers 
are preponderatingly responsible for the planning and arrangements 
generally, and for constant and unremitting attention to the work 
in hand, which made such results possible 

It is gathered from reliable information that in the steel-making 
industry, when the question of war bonus was under consideration, 
it was recognised that wartime extra expense bore on all members 
of the salaried staff, and therefore war bonuses were granted to all 
the officials, whatever their rank or salary; save that the per- 
centage rate of the additional payment was greatest on the lower 
salaries, and graduated to a comparatively low percentage on the 
highest salaries. But all received a wartime bonus. 

rhis principle should apply on the railways. There is a rankling 
suspicion that whoever is responsible for the decision against it, is 
probably in the enjoyment of a sufficiently large income to absorb 
wartime extra costs with little or no personal inconvenience. 

The position apparently is that the railway officers, not having 
such combined strength as would enable them to wield a meta- 
phorical (and very practical) ‘ big fist,’’ must continue to put up 
with injustice. They will have to derive what comfort they can 
from the motto “ nobdlesse oblige,’’ which in this case can be trans- 
lated : “‘ From him on whom much responsibility and worry ts placed, 
the greatey self-sacrifice will be extorted.”’ 

Yours sincerely, 
RAILWAY OFFICER 


Standard Revenue and Excess Profits Tax 


April 20 
To THE Epiror oF THE RAILWAy GAZETTE 

Sir,—Surely the argument put forward by Mr. Ernest Short, 
General Secretary of the British Railway Stockholders’ Union 
Limited in his letter of April 9 that the L.N.E.R. is really in the 
position of an industrial company with a capital of £78 million, 
doing record business, and yet denied a penny of dividend although 
Parliament has decided that hard cases of this kind would receive 
consideration under E.P.T. legislation, is not well-founded. 

In their speeches to stockholders at the annual meetings held in 
1942 the railway chairmen made it clear that the Government'’s final 
offer under the revised agreement was an annual payment to the 
main-line companies and the L.P.T.B. of £43 million. There was 
no suggestion by any of the chairmen that the Government fixed 
the division of this global sum between the five parties and, in fact. 
Mr. R. Holland-Martin’s speech indicates that the division was 
agreed by the boards of the several undertakings. Neither is there 
the slightest ground for suggesting that the Government decided 
that the holders of £78 million of L.N.E.R. stock were to go dividend- 
less, as the allocation of the net revenue available for each under- 
taking was entirely a matter for the individual boards. 

It is obvious that due to wartime conditions the earnings. of the 
L.P.T.B. must have declined compared with the immediate pre- 
war years and that those of the mainline companies have very 
substantially increased. Thus Mr. Short would, I suggest, have 
been on safer ground in contending that the stockholders of the 
L.N.E.R. were subsidising those of the L.P.T.B. His analogy of the 
L.N.E.R. with an industrial company of £78 million is incomplete 
as the sum mentioned represents only a comparatively small section 
of the total capital and the fact that one section of a business is not 
remunerative while other and larger sections are fully paying their 


THE RAILWAY GAZETTE 





April 30, 1943 


way is surely an inadequate ground for founding a claim for special] 
E.P.T. treatment. As there appears to be little likelihood of the 
Government amending the existing financial arrangements, the only 
way of improving the position of the L.N.E.R. stockholders con- 
cerned would appear to be (a) by a redistribution of the £43 million 
among the respective undertakings or (b) a redistribution of the 
dividends payable by the L.N.E.R. 
Yours faithfully, 
‘““ SATISFIED STOCKHOLDER 


** Education and Training of Railway Staff” 


61, Diamond Avenue, East Kirkby, 
Notts., April 19 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—I was interested in the article on this subject published in 
The Railway Gazette of April 2, and perhaps I may be permitted 
to point out that I read a paper on the same subject to the East 
Midlands Section of the Institute of Transport on January 29 last 
It seems remarkable that, with one or two minor differences, the 
views I expressed at that time should be re-stated almost in detail 
in this article by a “ Railway Officer.”’ 

The following is a brief summary of the conclusions I put forward 
at that time, after reviewing from all angles the past and present 
methods of training personnel in the railway service :— 

(1) That the primary need is for more careful selection when 
recruiting new entrants to the railway service, and psychological 
tests should be used in picking out the most promising applicants 

(2) That employees should be given systematic training before 
being placed to new posts. 

(3) That promotion should be by merit, and minimum standard 
qualifications should be decided on and laid down for those super- 
visory and clerical grades from which selection is made to fill the 
more responsible positions. The value of the Institute of Transport 
examinations should be recognised in this connection. 

(4) That those members of the staff who have properly qualified 
should be eligible for promotion if the company’s officers are satisfied 
as to their suitability in other respects. 

‘ Railway Officer’s ’’ views on the question of training technical 
staff are open to criticism. I would suggest the training of such 
staff is a matter which should be dealt with by the specialists con- 
cerned, and is best treated as a subject entirely separate from that 
of training railway transport personnel. I should also imagine that 
many members of the supervisory staffs would not be flattered by 
his description of them as “ N.C.O.'s of the railway.” 

Yours faithfully, 
D. C. GOODACRE, A.M.INST 


. . 
Co-operation between Railways 
April 20 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In concluding his presidential address to the Institution 
of Mechanical Engineers last October, Colonel Thompson, speak- 
ing for mechanical engineers, anticipated in a particular field 
what Mr. Churchill last month so vigorously put forward as a 
working basis for future co-operation between the nations—fr 
and frank interchange of ideas and experiences. Colonel 
Thompson paid a warm tribute to American engineers and 
research workers in particular, in this respect, for their past 
willingness to make their information generally available, and it 
would seem that our railways might have achieved a good deal 
more progress if they had accepted this valuable working prin- 
ciple in the past. Extreme, and sometimes absurd, reticence on 
researches or trials carried out by British railways, however, has 
been the rule rather than the exception, for many years. 

Forty years ago Mr. Holden’s Decapod emerged from the 
Great Eastern Railway Stratford works and “ electrified ’’ the 
world with its achievements. But what was released for official 
publication by the railway? Only the scantiest figures. Yet the 
most elaborate electric time- and speed-recording apparatus had 
been used in the trials. 

A few years later, the famous exchanges of 1910 took place 
between the L.N.W.R. and the G.W.R., and were followed by 
others, involving different railways, but, similarly, no results 
were published. Immediately after the 1923 grouping, particu- 
larly interesting locomotive trials and exchanges were made 
particularly with the L.M.S.R. group, presumably with a 
view to deciding the most efficient types, but as far as I know 
the results remain secret. 

Admittedly, there might in certain circumstances be good 
reason for withholding test figures for a time; but if they are 
locked away for ever, the lessons to be learnt from them tend to 
remain unlearnt, and greatly reduce the value of the tests. It is 
to be hoped that in the future when the Rugby test station gets 
to work, we shall see a more frank and enlightened policy. 

Yours very truly, 
“* METROPOLITAN "’ 
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The Scrap Heap 


‘‘ LOATHSOME AND TREACHEROUS 

Mr. F. O. Langley, the Old Street magis- 
trate, recently said that railwaymen who 
persistently broke into cases in transit and 
stole goods from them, were “so utterly 
unpleasant, loathsome, treacherous, and 
useless ’’ that the country would be better 
rid of them. ‘I hope it reaches the ears 
of those railwaymen who are taking part 
in these huge thefts, those men who are 
betraying the high prestige of their service 
of the very large number of gallant 


and 
and hard-working men,”’ he added. 
* * * 
For 23 years the L.M.S.R. banking 


locomotive No. 2290, the only 0-10-0 super- 


heated locomotive in Great Britain, has 
assisted passenger and freight trains up 


the famous 3-mile Lickey incline. So heavy 
is present-day traffic, however, that three 
other banking engines now have to join with 
No. 2290 in assisting freights up the steepest 
main-line incline in the country. In peace- 
time, the latter’s chief clients on the 1 in 37 
gradient between Bromsgrove and Black- 
well Stations were fast passenger and light 
goods trains passing from Bristol to. Bir- 
mingham and the north—but now No. 2290 
and her three assistants have to unite their 
strength to storm the incline with 650-ton 
trains of munitions, steel, and coal No. 
2290 is pushing trains up the Lickey incline 
at the rate of two an hour. 


* * * 


The enterprise as originally contem- 
plated by the Georgia Rail Road & 
Banking Company, may now be con- 


sidered as finished. The cost of the entire 


Road—147} miles in length—and outfit, 
consisting of Locomotives, Cars, Shops, 


Machinery, Depots, Water Stations, and 


Dwellings, exclusive of Real Estate, Right 
Way, &c. (not included in the original 
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G. Ford on 


estimate) is $2,283,000; the estimated 
cost was $2,250,000. Including Real 
Estate, &c., the cost is $2,363,000. The 


daily improvements in the machinery and 
construction of Rail Roads, show that 
their capabilities and value have not yet 


been fully developed. It has been but 
12 years since their introduction § as 
avenues of General Commerce, and in 
that short space, they have grown so 


rapidly in public estimation, that now the 


most sceptical on the subject are con- 
strained to admit that they are, in almost 
all cases, greatly superior in point of 
economy for the transportation of pas- 


sengers and freight, to their former rivals, 
canals, or any other artificial way where 
the amount of trade to be accommodated 
is sufficient to authorise their construc- 
tion in a substantial manner.—From the 
““ Report of the Engineer in Chief (John 


Edgar Thomson) of the Georgia Rail 
Road Banking Co.,’’ dated May 9, 
1842. 

i * x 


To save paper, 3,500 advertisements on 
L.P.T.B. buses and trolleybuses have been 
painted directly on to the vehicles. 








\. 


eS. Sah NY SYN 
‘“‘ They would probably do the same for you, dear, 


if you were a director of the company” 


[Reproduced by permission of the proprietors of ‘‘ The Tatler,& Bystander”’ 


vacuum trouble 


“* RAILWAY COLLEGE ”’ 


The Evening Standard recently 
lished the following paragraphs, under 
the heading “‘ Railway College ’’ :— 

““An old boy of Brighton College has 
been telling me of the school’s record in 
turning out railwaymen, not for the 
Southern, as one might expect, but for 
the L.N.E.R. The subject crops up 
through the appointment of E. K. 
Portman-Dixon (1917-1922) as Canteen 
Superintendent of the railway. 

‘““Mr. C. M. Jenkin Jones (1902-1904), 
a Governor of the College, is Divisional 
General Manager of the North Eastern 
Area, which covers the central part of the 
L.N.E.R. system lying between Don- 
caster and Berwick. R. Byron Scott 
(1916-1919) is head of the Managing and 
Salaried Staff Section in the Chief General 
Manager’s office at headquarters; in the 
same office is George Dow (1920-1924) in 
charge of public relations work. 

‘““A. G. Minty (1920-1922) is Assistant 
District Locomotive Running Superinten- 
dent at Newcastle. S. A. Finnis (1923- 
1926) was Assistant to the District 
Superintendent at Sunderland before the 
war; he became a Major in the Royal 
Engineers before being taken prisoner. 
Major C. O. Jenkin Jones, R.E. (1929- 
1934), now in Teheran, was training as 
a traffic apprentice in Scotland up to the 
time of joining the Army. It looks as if 
Brighton College is cornering the market 


pub- 


on the L.N.E.R.”’ 

The L.N.E.R. is not the only field in 
which Old Brightonians have _ distin- 
guished themselves as railway adminis- 
trators. One of the greatest and _ best 
known in India was the late Sir Trev- 
redyn Wynne, successively Chief Engi- 
neer, Agent (General Manager), and 
Chairman & Managing Director of the 
Bengal-Nagpur Railway. His outstand- 


ing career was the subject of an editorial 
note and biography in The Railway 
Gazette of July 10 last, wherein mention 
was made of his education at Brighton. 
Other ‘‘O.B.s’’ have also held adminis- 
trative posts overseas. It is, moreover, of 
interest that Brighton College is noted as 
specialising in a sound and practical engi- 
neering grounding for boys. 
* * * 
TAILPIECE 
Tobacco may be burned, but not 
The. packet that encased it, 
For paper is a precious thing. 
Don’t waste it ! 
And metal has been used for war 
Since men first wrought and chased it. 
Let every scrap be hoarded up. 
Don’t waste it ! 
Rubber and rags and bits of string, 
Old boots in which you paced it, 
The admonition fits them all. 
Don’t waste it ! E. C. 






















































































































THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


. (From our correspondents) 


SOUTH AFRICA 


Catering Department Record Earnings 

The report of the General Manager, 
South African Railways & Harbours, for 
the year ended March 31, 1942, discloses a 
substantial increase in the earnings of the 
Catering Department. For the first time 
in the history of the latter, the total earn- 
ings derived from the catering, bedding, 
and laundry services exceeded one million 
pounds: the figure was £1,182,994, an 
increase of £216,423 over the previous 
record total of £966,571 attained during 


the preceding financial year. The net 
result for 1941-42 was again a surplus 
(£186,490). Some indication of the ex- 


pansion which has taken place in this 
department since Union is given by the 
fact that the earnings for 1911-12 amounted 
only to £311,346. 

Although meals served to _ military 
personnel again influenced the total number 
served in dining cars and refreshment 
rooms (3,336,966, an increase of 614,459 
over 1940-41), the number provided for 
ordinary passengers also increased, exceed- 
ing, for the first time, one million. 


Catering Staff Position 

A great strain has been placed on the 
department at a time when the staff 
position is particularly unfavourable. In 
1940 some relief was obtained by with- 
drawing the stewards employed in the 
station restaurants at Johannesburg and 
Cape Town, and replacing them with 
waitresses ; during the year covered by the 
report, stewardesses also replaced waiters 
on the Blue Train between those cities (see 
The Railway Gazette of February 13, and 
August 28, 1942). Last year, as recorded 
in the June 19 issue of The Railway Gazette, 
a scheme of curtailed menus and simplified 
service was introduced in dining cars; 
recently the former have been extended 
to departmental refreshment rooms 


Economic Bureau 

In the report on the working of the 
South African Railways & Harbours 
during the year ended March 31, 1942, 
issued by the General Manager, reference 
is made to the establishment at Johannes- 
burg of a new branch of the administra- 
tion’s activities, known as the Economic 
Bureau, under the Chairmanship of Mr. 
E. H. Wilson, formerly Assistant Chief 
Civil Engineer of the system. (The setting- 
up of the bureau was recorded briefly in 
The Railway Gazette of July 24, 1942). Its 
functions include investigation into the 
economic soundness and technical prac- 
ticability of schemes involving expenditure 
from capital and betterment funds, as well 
as other major problems requiring research 
or review, including those connected with 
post-war reconstruction proposals. All re- 
organisation projects and proposals to 
increase efficiency or to achieve even 
higher standards of safety in working will 
be referred to the bureau for consideration 
and recommendation. 


Staff Training 

Further progress was made during the 
year covered by the report towards the 
establishment of a staff-training college at 
Kaalfontein, the need for which, the 
General Manager states, becomes more 
urgent as the time draws nearer when 
added training facilities will be required 


for providing refresher courses for mem- 
bers of the staff returning from active 
service. The facilities will be required 
also for the training of many entrants to 
the railway service after the war. 

Good progress was made during the year 
with the provision of physical-training 
facilities for the staff; the report states 
that 25 clubs for this purpose are now in 
existence in various centres throughout 
the Union. (It will be recalled that, as 
recorded in our April 16 & 23 issue, the 
first railway gymnasium in South Africa 
was opened recently in the New Station 
buildings at Johannesburg by Brigadier 
C. M. Hoffe, after whom it has been named. 
At the opening ceremony Brigadier Hoffe 
stressed the interest which the administra- 
tion took in the health and welfare of the 
employees.—EpD., R.G.). 


RHODESIA 


Railway Tribunal Award 

The railway arbitration tribunal which 
has been sitting for over a month hearing 
the causes of dispute between railway 
workers and the Rhodesia Railways Ad- 
ministration (see The Railway Gazette of 
March 12) issued an award which will 
increase railway expenditure by between 
£40,000 and £50,000 a year. The tribunal 
consisted of Mr. J. G. N. Strauss, LL.B., 
M.P. of South Africa, (Chairman); Mr. 
R. J. Morton, K.C., Solicitor-General, 
Southern Rhodesia; Mr. P. F. Branigan, 
Solicitor-General, Northern Rhodesia ; Mr. 
Roy Welensky, elected member of the 
Legislative Council of Northern Rhodesia 
(representing the Railway Workers’ Union) ; 
Mr. W. J. K. Skillicorn, General Manager, 
Rhodesia Railways ; Mr. F. Martin, assessor 
(Railway Workers’ Union); and Mr. J. 
Hopwood, assessor (railway administra- 
tion). 

Mr. T. H. Grey, Acting Secretary of the 
Railway Workers’ Union, states that the 
award will remove many long-standing 
grievances. Although the _ concessions 
gained fall considerably short of the claims 
submitted, there is no doubt that the con- 
siderations given by the tribunal will prove 
an important factor in restoring a more 
amicable relationship between the union 
and the railway administration. Mr. Grey 
emphasises, however, the union’s deter- 
mination to return to the question of the 
reconsideration of certain items after the 
war. 

Mr. Welensky states that the tribunal’s 
decisions were unanimous and that the 
award is reasonable. 


UNITED STATES 


Another C.T.C. Installation 

The Atchison, Topeka & Santa Te Rail- 
way System has placed an order for central- 
ised-traffic-control equipment for 102 miles 
of single track and 12 miles of double track 
on its important main line between Los 
Angeles and San Diego, California. The 
importance of San Diego in wartime has 
led to a considerable increase in the use of 
this route, among other trains, by the 
diesel-electric streamliner San Diegan, 
which makes three double journeys daily. 
The 114 miles of line will be handled by 
two control-machines; one, at Fullerton, 
will have 80 working levers for 29 switches, 
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38 electric locks, and 68 signals, controlling 
38 miles of track ; and the other, at Ocean- 
side, will have 131 working levers for 
43 switches, 47 electric locks, and 114 
signals, controlling 76 miles of track. 
Both machines will have train-graphing 
equipment. Provision is being made to 
signal the double-track sections for rever- 
sible working on each track. 


New Signalling by Order 

As a result of four accidents on the Kansas 
City Southern Railroad between August 18, 
1941, and May 25, 1942, all of which were 
made the subject of inquiry by the Inter- 
state Commerce Commission, the employces’ 
unions demanded that the railway should 
be compelled to instal block signalling over 
the 800 miles of its main lines between 
Kansas City, Missouri, and Port Arthur, 
Texas, which at present are not so equipped, 
but are worked under the old U.S.A. train- 
dispatching regulations. The railway re- 
sisted this contention, and proposed instead 
to instal centralised traffic-control over 
37 miles of line between Beaumont, Texas, 
and De Quincy, Louisiana, and automatic 
block-signalling over 263 miles of line 
between Joplin and McElhany, Missouti, 
which are the two busiest sections of line 
at present without block signals. As a 
temporary measure, the I.C.C. has approved 
the railway’s proposal, and has ordered 
that the two installations be completed 
not later than July 1, 1944, leaving the 
major question of the general installation 
of block signalling for a later decision. 


ARGENTINA 


‘* Colectivo ’’ Dispute Settled 

After protracted negotiations between 
the Buenos Aires Transport Corporation 
and the colectivo owners of the city, a 
settlement has been reached (see The 
Railway Gazette of November 27, 1942, 
page 512). Under the terms of the agree- 
ment, the corporation has agreed to pay 
the price originally fixed by the assessment 
committee for each colectivo with an addi- 
tional 1,000 pesos, provided that the vehicle 
is handed over in good running order at 
the time and place indicated by the cor 
poration. The legal costs of expropriation 
except in those cases which have been 
decided against the owners, are to be 
settled in accordance with the ruling of the 
courts. The owners of colectivos, the spare 
parts for which were removed during the 
recent strike, are held responsible fo 
seeing that the vehicles are reconditioned 
and restored to proper working ordet 
before being handed over to the corpora 
tion. Payment for the vehicles will be 
made partly out of the funds deposited 
with the courts, and the balance by the 
corporation. Until the legal formalities 
have been completed and the vehicles are 
acquired by the corporation, the services will 
run in accordance with the rules and con 
ditions mutually agreed between the cor 
poration and the Colectivo Federation 
The proprietors of all the vehicles included 
in the agreement shall transfer ownership 
to the corporation and arrange to hand 
over all the relevant documents to the 
judicial authorities and the municipality 
before ‘resuming their services. Those 
lines which have not yet been taken over 
legally will continue to be operated tem 
porarily by the actual concessionaires in 
the capacity of agents for the corporation, 
which shall be entitled to claim the receipts. 
The vehicles also will be required to comply 
with the regulations of the corporation 
respecting routes and other working con- 
ditions. 
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Creosoting of Timber 


With particular reference to sleepers, the selection, cutting, 
seasoning, adzing, pressure treatment, and chairing of which 
are described 


TS # lecture entitled 
Timber,”’ given at various places and 
imes to different branches of the Per- 
manent Way Institution by Mr. R. Cham- 
berlain, the preservation of sleepers and 
other forms of railway timber by the 
full cell’’ process is the principal 
heme. Other methods of treatment and 
description of Baltic Redwood and its 
elling, haulage, transport, and manufac- 
ure into sleepers are also dealt with, 
lowever, as well as a typical creosoting 
epot and its activities. The lecture 
ids with the cutting, defects, and test- 
ng of sleepers and with a description of 
reosote oil. Though not one of the 
rgest, the Northampton depot has been 
ngled out for particular description as 
modern example on the London, Mid- 
nd & Scottish Railway. 

Though stone blocks were used in the 
nstruction of parts of the earliest rail- 
vays, half-round wood sleepers were laid 
ver soft or peaty ground from very early 
railway times. These and later wood 
eepers introduced to replace the stone 
locks, were inclined to split, and with 
them it was difficult to maintain a cor- 
ect gauge due to the absence of any cross 
tie. They were also found to decay 
rapidly, and as early as 1938 there were 
s many as four different systems of anti- 
eptic treatment of timber on_ the 
narket, using the following preservatives: 
1) a solution of mercuric chloride (cor- 
rosive sublimate), introduced by Kyan, 
2) a solution of copper sulphate, intro- 
luced by Lloyd Margery, (3) a solution 
f chloride of zinc, introduced by Sir 
William Burnett, and (4) heavy oil of tar, 
creosote), introduced by Bethell. 

Early Processes 

The Kyan process consisted of immer- 
ion of the timber in a tank of the solu- 
tion for a week, but it was discarded in 
this country about 1863. The copper sul- 
phate treatment also took the form of 
teeping until saturation was reached, 
though application under pressure was 
ilso sometimes used. 

The use of chloride of zinc (1 Ib. to 
10 gal. of water) was forced into the 
under a pressure of 150 Ib. a 
q. in., and this treatment is still widely 
ised in America and for timber in build- 
ngs which can be whitewashed. It has 
the advantage of imparting fire-resist- 
ince to the timber. 

Bethell patented his system in 1838 
In it the timber is placed in a cylinder 
f creosote and this is forced under pres- 
sure so as to coagulate the albumen and 
fill up the pores in the wood with a bitu- 
minous asphaltic substance, thus water- 
proofing the fibres and destroying fungi 
ind insects and preventing dry rot. 

Other systems were tried in other coun- 
but the experience of British rail- 
vays has been that there is no better 
preservative than creosote. 

In comparing creosoted and untreated 


““ Creosoting of 


- 


f 


vood 


tries, 


leepers, the lecturer states that during 
the last war the L.N.W.R. laid over 
10,000 uncreosoted sleepers, of which 


those of pitch pine lasted from 6 to 7 
years, but others of Scotch fir, spruce, 
ind Portuguese redwood from 4 to 5 
vears Only. In the up-fast line between 
Stafford and Crewe, Scotch fir sleepers 


had to be replaced due to decay in 
4 yr. 8 mo., whereas in the up-fast road 
on the Chester—Holyhead main line 
1} miles of creosoted sleepers have lasted 
35 years before renewal. Other test 
lengths on the latter section of line gave 
a life of 30 years, and on the Denbigh, 
Ruthin, and Corwen branch a_  }-mile 
length of creosoted sleepers was examined 
after 40 years in the track and found to 
be so sound that they were re-railed 
instead of being renewed. On another 
North Wales branch similar sleepers were 
renewed only after 45 years in the road. 
Admittedly, these lives were well above 
the average, and such good results can be 
obtained only by the use of a suitable 
class of timber, felled when the sap was 
at rest, carefully selected, properly 
seasoned, well creosoted, and laid in a 
well-drained track. 

Today the ‘‘ full-cell’’ process is used 
in all countries where creosote oil is the 
preservative medium, though the 
‘‘ empty-cell ’’ Ruping, Lowrie, and other 
processes are also used in America, Ger- 
many, and other countries. Some 
70,000,000 gal. of creosote were produced 
in 1924 of which 10,000,000 were used 
at home, 7,500,000 gal. by our railways. 
History of a Baltic Redwood Sleeper 

Before the last war Baltic redwood was 
the most used timber for sleepers and 
crossing timbers in Great Britain. The 
minimum age at which a tree should be 
cut is 50 years and may be as much as 
100 years. It should be felled in mid- 
winter when the sap is at rest. The logs 
are dragged or slid down over the snow 
to the nearest stream and floated down 
to the port when the ice melts in late 
spring. On arrival at the port the trees 
are cut into sleeper blocks or sleepers, 
and shipped to England, where they are 
stacked for seasoning (after cutting into 
sleepers in the case of the _ blocks). 
Stacking is usually done on the flat with 
air-spaces between sleepers. 

When a train-load of sleepers arrives 
at the treating plant they are unloaded 
and each is tested for size, soundness, and 
shape. The good and rejected sleepers 
are stacked separately, the former for 
further seasoning for from six to 
nine months. Meanwhile, chairs have 
also arrived and been stacked. They are 
carried to the chairing beds by a travel- 
ling belt or otherwise, where seasoned 
sleepers are also fed into an adzing ma- 
chine for the chair seatings to be cut, 
cleanly and true and free from winding. 
The sleepers then pass to a_ boring 
machine—unless it is a combined adzing 
and boring machine, when the two jobs are 
done together—and fare subsequently loaded 
on to an iron cylinder trolley. Each 
trolley holds about 55 sleepers and each 
creosoting cylinder will accommodate 
about eight trolley loads or, say, 440 
sleepers. The trolleys are hauled into the 
cylinders by means of capstans and wire 
ropes, and the end doors are shut and 
secured by screwing up the 30 hinged 
iron clamps on each door; an air-tight 
joint is provided with spun-yarn and fat 
packing. Each cylinder measures about 
78 ft. x 6 ft. 6 in. dia.; cylinders up to 
172 ft. x 9 ft. are in use in America. 

A vacuum pump extracts air from the 


433 
cylinder and some from the cells of the 
timber until the vacuum gauge shows 
15 in. A valve is then opened, allowing 


creosote to be drawn up through an 8-in. 
pipe from a storage tank below the cylin- 


der by the partial vacuum, the pump 
being kept going until a gauge glass 
shows that no more creosote can be 
drawn into the cylinder. This - process 


takes anything from a very few to 
20 min. As, however, the cylinder still 
has room for a further 200 to 300 gal. of 
creosote, a safety valve is lifted allowing 
the air in the upper part of the cylinder 
to escape, and it is quickly replaced by 
a second supply of creosote fed from 
overhead tanks by gravity. This top 
supply is shut off when the cylinder is 
full and the safety valve adjusted. 

A triple ram_ three-throw pressure 
pump is next started up to force creosote 
into the cylinder through a 3-in. pipe 
from the lower supply tank, on which 
there is a gauge showing how much creo- 
sote is used at any time. This pressure 
feed is continued until about 1 gal. of 
creosote has been forced into each cu. ft. 
of timber. The pump and vacuum pump 
are driven by a 26 h.p. electric motor. 

The creosote is then drained bagk from 
the cylinder into the lower tank and the 
vacuum pump restarted to maintain 
about 15 in. of vacuum for a period of 
about 30 min. Some 150-200 gal. of 
creosote are thus extracted from the tim- 
ber or some 0-12 gal. = 1-25 Ib. per 
cu. ft. of timber, which would otherwise 
be left surplus in the timber cells and 
would gradually drain and drip out and 
make each sleeper difficult to handle. 
The sleepers should now retain about 
0°88 gal. or 9-174 lb. of creosote per 
cu. ft., and with Baltic Redwood the 
whole process takes from 14 to 2 hr. The 
cylinder doors are finally opened and the 
charge withdrawn and replaced by an- 
other of clean sleepers. 


Chairing 

The sleepers are next placed on one 
of the chairing beds which are 72 ft. long. 
When about 80 sleepers have been laid 
out on the chairing bed, felt pads are 
dropped on to them, one for each chair 
and the chairs are placed on the ends of 
the sleepers, but not in their final places. 
Two men then drive a _ creosoted-oak 
ferrule into each of the three holes for 
each chair, leaving 7 in. of the ferrule 
standing out above the surface of the 
chair. In the more modern depots this is 
done by a machine. The chairs are now 
placed in correct position and the three 
galvanised screws, driven home simultane- 
ously by a screwing machine. On the 
three driving spindles in each headstock 
are special chucks which find their own 
positions even if the screws are not quite 
central with the spindles. Each _head- 
stock is driven through a friction pulley 
which will slip only when a 2 h.p. load 
is exceeded. The screws are driven until 
the shoulders rest on the oak ferrules. 

The lecture closes with a number of 
slides showing various timbers’ and the 
different ways sleepers can be cut from 
logs, some good, others bad. For in- 
stance, the annular rings should be in as 
horizontal a direction as possible when 
the sleeper is in the track. If the 
heart of the timber is in the centre of 
the sleeper, excessive cracking will occur. 
Other slides show the absorption of the 
creosote by various timbers and_ the 
effects of temperature upon penetration. 
The manner in which splitting of Douglas 
Fir sleepers affects the holding power of 
the chair screws is also depicted. 


















































































cylinder 
illy to 
the other 


rigging 


Same 


brake-! 
the 


ind 
the 


434 


THE RAILW 


‘AY GAZETTE 


Electric Traction Section 


Braking for High Speeds in Switzerland 


Supplementary brake power is brought into action under 
certain conditions of speed on lightweight coaching stock 


RELIABLE 


ilthough of course 
way working anywhere 
lar attention 
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gradients 
introduction 


land 


numerous 


of the Swiss Federal Railways 


efficient braking, reservoir is filled 

essential to rail- pipe through a no 
calls for particu- valve has a thrott 
country like Switzer- regulates the time 


heavy and long _ reservoir 
In recent vears the The relay valve 
ightweight high-speed pressure in the oré 





from the main train- 
n-return valve. This 
le port action which 

taken to fill this 


is actuated by the 
linary auxiliary reser- 


railcar services,attaining at voir under the control of a speed-regis- 
times over 100 km.p.h. (62 tering device and an electro-pneumatic 
m.p h has led to further developments valve and relav This speedometer is 
in the process of perfecting brake equip ittached, on many of the lightweight 
ment « Federal Railways, a coaches, to the spindle of the train- 
process a number of years lighting dynamo, but in the latest stock 
Che brake ill high-speed services it is inside the coach and driven by bevel 
now is the ‘‘ R’’ (rapid) pat gearing and a flexible shaft from an axle. 
tern, a leading particulars of which, It is fitted with a contact, which closes 
is us eight all-steel coaching when speed rises above 80 km.p.h. and 
stock this article The then opens when it falls below 40 km.p.-h. 
explanatory diagram is taken from. the 25 m.p.h On the hand-brake plat 
Bulleto Federal Railways, form there is a double-needle gauge, 
in whith Leuzinger, of the Bern showing the auxiliary brake cylinder and 
rkshops with the subject train pipe pressures \ needle which 
remains at the highest pressure reached 
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In these circumstances, and 
until speed has fallen again to less than 
pressure be reduced 
fast enough in the main train-pipe air is 


cylinder. Air passes also simultaneously 


to the space marked H in the rela¥ valy 
(see bottom of diagram), piston 6 
slide valve 9 are moved to the left, 
the space marked K is cut off the at 
sphere, while the admission 
pushed open by the nose of the pist 
This permits air to pass from the suy 
mentary reservoir through passage 

chamber M and opening F, chambet 
and passage A to the supplementary bi 
cylinder At the same time air pa 
through the port ] (the size of whic} 
determined accurately) to chamber I, 

directly equilibrium is established 

tween that and chamber M, valve 14 
closed by spring 17, the piston is m« 
slightly to the right, and the supply 
air to the supplementary brake cylin 
is interrupted [his action can be 
peated and the braking action progr 
sively increased Any loss of air in 

supplementary cylinder is made up au 
matically by the relay valve repeating 
movement on the above-mentioned eq 
librium becoming disturbed The pr 
sure in the two brake cylinders is alwa 
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the same under these conditions 
speed as long is the brake is set 
act as ‘‘ rapid the delav valve ensut 


this 

Directly speed falls below 40 km.p.! 
the speedometer contact opens, the rela 
falls, and the electro-pneumatic valve 


de-energised rhe air feed to the rela 
valve then is exhausted immediate] 
causing the piston and_ slide valve 

the relay valve to move back to th 
right, venting the supplementary brak 
cvlinder in about 2 sec but the mai 


brake cylinder remains in action, unti 
the driver restores the main train-pij 


pressure rhis of course he may d 
before the speed falls low enough 

cancel the rapid action. In that 
case, the triple valve exhausts the mai: 


265 Electro-pneumatic ‘* rapid '’ valve 
264 Speed registering switch 

263 ** Rapid "’ relay 

205 Release pull rod 

204 Return spring 


203 Change-over attachment 
201 Stopex type brake rigging adjuster 
127-6 Fuse for ‘* rapid "’ brake control circuit 


Hl Train lighting battery 


4la in. cutout cock for *‘ rapid "’ brake 


4! 4 in. cutout cock with exhaust 

37 Pressure relay valve 

33 Brake coupling for non-automatic brake 
26 Alarm signal brake valve and pull handle 
23 Release valve 


21b  ~=Auxiliary brake cylinder 

2! Main brake cylinder 

20a Control valve unit with double non-return valve 
192 Supplementary reservoir 

19 Ordinary auxiliary reservoir 

18b Westinghouse contro: valve 

17b Brake cutout cock 


16 Brake coupling for automatic brake 
13 Double needle gauge with registering needle 
8 lin. Ackermann type air cutout cock 


7c Standard centrifugal dust extractor 
2d Non-return valve for ‘‘ rapid "’ brake 
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Diagram of combined automatic and 


non-automatic air brake used on light- 

weight coaching stock, S.F.R., with 

special ** rapid” feature controlled by 
the speed 
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wake cylinder within the time for which 
the special port in the relay valve piston 
is graduated. The pipe leading to the 
relay valve from the main train-pipe also 
is exhausted, and the electro-pneumatic 
valve still is held open by current, 
causing the relay valve to act as already 
described and empty the supplementary 
brake cylinder. When train-pipe pressure 
is restored the supplementary reservoir 
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is charged through the special port in 
the relay valve, and, directly all these 
parts are at 5 atmospheres pressure, the 
equipment is restored to normal. The 
handling of the train is substantially the 
same as with equipment to which drivers 
long have been accustomed. 

If the changeover handle is set to the 
R.I.C. (International Coaching Stock 
Regulations) position, the feed pipe to the 
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relay valve and electro-pneumatic valve 
is exhausted, the supplementary brake 
cylinder is cut off, and the speed-con- 
trolled braking action is no longer effec- 


tive. The brake then works as an ordi- 
nary automatic air brake. The non- 
automatic brake, controlled by _ the 


second train-pipe, acts only by means of 
the main brake cylinder, independently 
of the position of the R.I.C. handle. 








The Railways of Nicaragua 


Ni ARAGUA is the largest of the 
, Central American republics. It has 
in area of 51,700 sq. miles and a popu- 
lation of 1,172,324 As the country is 
ssed by two mountain ranges and 
with navigable: rivers and two large lakes, 
way development is limited in extent 
ind mileage. The only railway of im 
portance is the National or Pacific Rail 
vay, owned and operated by the State, 
with about 230 miles of open lines 
on the 3 ft. 6 in. gauge Phe main line 
connects the Pacific port of Corinto with 
Chinandega, Leon Managua, and 
Masaya, through the extreme west of the 
republic, to Granada, on Lake Nicaragua, 
with steamer connections to the small 
towns on the lake There are branches 
from Chinandega to the port of Morazan, 
from Leon to Sauce, and from Masaya to 
Diriamba, as well as a detached railway 
from San Jorge to San Juan del Sur in 
the south 
he history of railway development in 
Nicaragua is concerned mainly with the 
Pacific Railway, which was first pro- 
posed in 1878. The first section, Corinto 
to Chinandega, was opened to service in 
1881; Granada was reached in 1886, but 
vith a gap between the eastern and 
stern sections, covered by steamer 
transport on Lake Managua, until 1903, 
vhen the centre section was completed 
In 1905 the Government leased the line 
to a private syndicate, but took it over 
igain in 1909. In 1912 the Government 
gain disposed of control of the railway 
but this arrangement ended in 1920, when 
the Republic again became sole owner of 


the property. Since that time the Leon— 
Sauce branch and _ the isolated San 
Jorge—San Juan line were built in the 
1933-34 period; and the extension of the 
main line from Chinandega to Morazan, 
on the Gulf of Fonseca, near the fron- 
tier with Honduras, has been completed 
quite recently and enables a direct ship- 
ping link to be provided with the 
International Railways of Central America 
at La Union, Salvador 

There is a scheme for the construction 
of a railway across the southern end of 
Nicaragua to the Atlantic coast, but 


nothing is apparently being done at pre- 
sent. This proposed line would run from 
San Miguelito, on the eastern end of 
Lake Nicaragua, to Monkey Point, on the 
Atlantic, 117 miles, and the connection 
with the Pacific Railway would be by 
steamer, 90, miles across the lake. The 
only other railways in Nicaragua, apart 
from the Pacific Railway, are industrial 
or plantation lines. Such are the Puerto 
Cabeza—Bragman’s Bluff, 85 miles in 
length, in the north-eastern region, and 
the United Fruit Company’s line from El 
Gallo to Ocotol 
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Croatian State Railways 


According to recent information from 
Zagreb, the railway system of the puppet 
state Croatia comprises a route length of 
4,625 km. (2,874 miles) including 
386 km. (240 miles) of State-owned forest 
railways, and 189 km. (117 miles) of pri- 

itely-owned railways (inclusive of the 
Barcs—Pakrac line, the absorption of 
which into the State-owned system was 
recorded in our issue of November 27 
last, page 534). Of the State-owned 
ystem 2,760 km. (1,715 route miles) are 
tandard-gauge; the balance is narrow- 
gauge. 

Double-track is now stated to extend 
ver 361 km. (224 miles) of main line, 
namely, Zemun (opposite Belgrade) 
to Novska (on the Zemun—Zagreb main 
line) a distance of 305 km. (189 miles); 
Vinkovic to Dalj (a section of the con 
necting line to Roumania through the 
Hungarian-occupied Bacska region) 1 
listance of 29 km. (18 miles); and 
Zagreb to Sutla (on the Zagreb to 
Ljubljana main line, a_ distance of 
7 km. (17 miles). Sutla is the last 
tation on Croat territory, 4 km. (23 
liles) bevond the frontier station of 
Savski Marof. Certain of these double- 
line sections are additional to those shown 


on our map of February 20, 1942 (page 
260) Apart from the above-mentioned 
State-owned route-length, the system in- 
cludes 1,100 km. (683 miles) of marshalling 
lines and sidings. The Croatian State Rail- 
ways ‘‘took over’’ from the Jugoslav 
State Railways 3,190 covered 
wagons and 8,872 open ones, as well as 
703 narrow-gauge locomotives. 

[he organisation of the Croatian State 
Railways is as follows: There are railway 
managements at Zagreb and at Sarajevo. 
Each of them is subdivided into an 
economic section, trade section, accoun- 
tancy section, and a general affairs sec- 
tion, while the technical services dare 
dealt with by a traffic section, a locomo- 
tive section, and a building section. Fo 
the time being the Zagreb management is 
placed directly under the section for rail- 
ways, road traffic & shipping of the 
Ministry of Transport. Under each of the 
two managements there are 12 traffic 
inspection offices, 4 rolling stock dis- 
tributing centres, 17 locomotive sheds, 
28 locomotive branch sheds, 27 line main 
tenance sections, and 4 main stores. 

New construction in hand comprises 
mainly work which had already been 
begun by the Jugoslav railway adminis- 
tration The lines upon which work is 
said to be under way are the 69-mile 


goods 


standard-gauge railway from Bihac to 
Knin; the 68-mile standard-gauge lint 
from Bihac to Karlovac; and the stan 
dard-gauge links between Metkovic and 
Ploée (12} miles) and between Banja 
Luka and Ukrina (25 miles). Credits 
have also been granted for surveying pro- 
jected lines as follow: Senj to Vrhovine 
Plitvi¢ka Jezera (a _ station on_ the 
Zagreb—Split main line), 51} miles; con 
version to standard gauge of _ the 
TeSanj—Jelah section (6 miles) of the 
Usora—Pribinié narrow-gauge (2 ft. 6 in.) 
line, as a link in an intended Belgrade to 
Banja Luka railway; a 10-mile Golu 
bovec—Zlatar connecting link; a 13-mile 
connection from Banova Jaruga to GareS- 
nica; conversion to standard gauge of the 
77-mile narrow-gauge section from Sara- 
jevo to Zepée; and an extension from 
Bréko to Tuzla (on the narrow-gauge 
Doboj to Simin Han railway). 

The Crnomelj—Vrsbovsko — standard 
gauge line (15$ miles) connecting Crno- 
melj in Italian-controlled Slovenia with 
Vrbovsko on the Zagreb—SuSak main line 
is stated to be nearing completion. 

At Vrapée, 4 miles from Zagreb main 
station, a new marshalling yard is being 
completed to relieve the present Zagreb 
Sava yard. The new yard comprises 
8 lines for trains up to 120 axles. 
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Locomotive Construction in Spain 


Number of locomotives are being built for the National 
Railways of Spain at the Bilbao works of the Spanish 
Babcock & Wilcox Company 





The first of | 15 4. 8-0 Metin idendetiaie built for the Northern Railway 


Company of Spain. 


Babcock & Wilcox Company, is second from the left 


EFERENCE was made recently in 
The Railway Gazette to the delivery 
to the Spanish National Railways of the 
last two locomotives of an order for 
40, which had been completely con- 
structed in the Bilbao works of the Sociedad 
Espafiola de Construcciones Babcock & 
Wilcox, where some 3,000 workmen are 
employed More recently the company 
has been awarded a contract for the com- 
plete construction and supply to the 
Spanish National ' Railways of another 50 
locomotives, 28 of which will be the 
Mountain type and the remaining 22 the 
4-8-0 type 
The Sociedad Espajiola de Construcciones 
Babcock & Wilcox, which is a flourishing 
concern with a capital of 80 million pesetas, 
is the associated company in Spain of the 
well-known British firm, Babcock & Wilcox 
Limited. The latter company has had its 
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Mr. Francis G. Cowlrick, Vice-Chairman of the Spanish 
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own branch offices in the more important 
industrial centres of the Iberian Peninsula 
since the year 1905, and in 1918 it was 
invited by the Spanish Government to 
establish a works in Spain for the manu- 
facture of complete locomotives, as well as 
the parent company’s patented steam boiler 
and other specialities, including solid-drawn 
steel tubes; hence the formation of the 
Spanish company. 

The contract recently completed was for 
the supply of 40 Consolidation loco- 
motives of the 2-8-0 type, known in Spain 
as the 4800 Series. This type of locomotive, 
which weighs 72 tons empty, 89 tons with 
tender, and 115 tons in working order, is 
very much used on the plains of Old Castile. 

Each of the 40 locomotives supplied 


under this contract is equipped with 
Egui patent grate, Lentz valve gear, 
and Worthington feed pump. The illus- 
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tration at foot of page 437 is made from a 
photograph taken on the day the last two 
complete engines and tenders of the 40 
ordered were delivered. The diagram shows 
below the principal dimensions and weights. 
The principal details of the engine and 
tender follow :— 


ENGINE 
Number of cylinders 2 (.) 
Diameter of cylinders 610 mm. (24in) 
Stroke 650 mm. (25% in.) 
Dia. of driving wheels 1,560 mm. (5 ft. if in) 
Grate area 3 sq. m. (32-4 sq. ft.) 
Boiler pressure 13 kgs.’cm2 (184-9 Ib. per 
$q. in.) 
Av. tractive effort... 13-111 kgs. (28,879 Ib.) 
Adnesive weight ... 65-780 kgs. (64 tons |5 cwt.) 


Wr. of engine empty 7! -890 kgs. 
We. of engine in 


(70 tons 15 cw.) 


_ working order ... 78-880 kgs. (77 tons 12 cw.) 
TENDER 
Weight in working order es tons.) 
Weight empty m ee (17 ) 
Water capacity GB, c8) gal. ) 
Coal capacity ws ...  (& tons) 
ENGINE & TENDER 
Total wheelbase ... 14:715 m. (48 ft. 34 in.) 
Length over buffers 18-479 m. (60 ft. 7 in.) 


When the Spanish Babcock & Wilcox 
Company was formed the Spanish railway 
companies for many years had been using 
locomotives built on the Continent, and 
were inclined to be mistrustful of, and 
even unwilling to buy, locomotives built 
in their own country. Except for a few 
orders for small engines and repair work, 
the prospect for the company was not 
promising, but with commendable enter- 
prise it decided to design a locomotive, 
built it at its own expense, and then place 
it at the disposal of the railway companies 
for trials in an endeavour to convince them. 

To appreciate the difficulties then exist- 
ing it should be borne in mind that the 
tendency, not only in Spain, but every- 
where, always was, and still is, to increase 
train loads, added to which the extremely 
difficult conditions obtaining in connection 
with main-line traffic, called for a powerful 
type of general-purpose locomotive, in 
view of the fact that the main-line railways 
of the country in general have long and 
steep gradients, as well as very sharp 
curves. 

After long and exhaustive study, those 
entrusted with the design of a suitable 
locomotive concluded that a 3-cylinder 
type was likely to offer most advantages 
against the conditions prevailing on the 
Iberian Peninsula. Accordingly, the com- 
pany built a 4-8-0 type Mastodon 
locomotive, weighing 140 tons in service 
and working at 180 Ib. pressure, and pre- 
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Diagram showing principal dimensions and weights of the 2-8-0 Consolidation type locomotive 


(See illustration at foot of opposite page) 
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in example of the 4-8-2 Mountain type locomotive, designed especially for fast heavy work in the mountainous 
regions of northern Spain, and for which substantial orders have recently been placed 


The 2-8-0 Consolidation type locomotive, of which 40 were recently delivered 


LOCOMOTIVE CONSTRUCTION IN SPAIN 
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sented it to the railway companies. This 
prototype is illustrated and was submitted 
to three months of exhaustive trials under 
the supervision of the technical and inspec- 
tions staffs of the Norte Railway Company, 
over the Madrid-Avila and Madrid-Segovia 
sections of the main line from the Spanish 
capital to the French frontier. These two 
sections cross the Guadarrama and Gredos 
mountain ranges, both of which rise to 
well over 7,000 ft., and include numerous 
difficult and steep gradients, sharp curves, 
and long tunnels 

The Mastodon was first tried out over 
these sections, hauling 380-ton goods trains 
It was then switched to passenger traffic, 
hauling 400-ton expresses, including the 
famous Sud-Express. In spite of the bad 
state of the track during the trials, the 
journeys were consistently covered—without 
forcing the engine—in well under the sched- 
uled times for thestandard 270-ton expresses. 

The result of the trials could not have been 
more conclusive or convincing, with the 
result that the Norte Railway Company 
immediately ordered from the builders 
15 locomotives of the same type, which 
were then the most powerful engines 
operating on the Peninsula. Since then, 
the company has received many orders for 
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locomotives and repair work; it is esti- 
mated that more than 500 locomotives, 
steam and electric, of different types, have 
left the Bilbao Works 

Among other notable types of steam 
locomotives, on the building of which the 
Spanish Babcock & Wilcox Company has 
concentrated, is a Mountain type 4-8-2 
locomotive designed especially for fast, 
heavy, work in the mountainous regions of 
Northern Spain, and a Pacific type 4-6-2 
locomotive designed for fast-passenger 
traffic in Southern Spain. The company 
has also built six 2-8-2 2-8-2 Garratt 
goods locomotives for use with the Central 
Aragon Railway, and has also rebuilt a 
2-8-8-0 Kitson-Meyer articulated locomo- 
tive, built originally for the Great Southern 
of Spain Railway. 


Another steam locomotive of special 
design, built for working on a 5 ft. 6 in. 


gauge is a twin-cylinder 2-8-0 type freight- 
passenger engine weighing 82 tons in ser- 
vice, working with 200 lb. pressure, of 
which the company has constructed a 
number for the British-owned Santander- 
Mediterranean Railway Company. 

Chief among the electric locomotives 
turned out at the Bilbao Works of the 
Spanish Babcock & Wilcox Company, were 
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twelve 2 C C 2 electric locomotives built 
for the Norte Railway, fitted with Brown- 
Boveri motors, and weighing 143 tons, and 
designed for a maximum speed of 110 km. /h. 
(69 m.p.h.). Another development of the 
company’s activities is a 400 h.p. diesel- 
electric railcar (weight empty 44 tous), 
of which the company has built a number 
(with the exception of the diesel engine «nd 
electrical equipment) for the Norte Rail- 
way. These railcars have an overall 
length of 25-2 m. (just over 80 ft.), and are 
designed to seat 24 second class and 75 
third class passengers, together with 20 


passengers standing. The Mountain and 
and the 2C + C2 electric locomotive are 


the largest locomotives in their respective 
classes built at the Bilbao Works of the 
Spanish Babcock & Wilcox Company, and 
at the time they were first built they were 
also the largest in Europe; the electric 
locomotive also had the reputation of being 
the fastest of its class. Both types have 
given successful operational results and 
repeat orders, especially for the Moun- 
tain, have been regularly received. 

We are indebted to Mr. W. H. Faulkner 
of the Overseas Section of Babcock & 
Wilcox Limited, for the information and 
illustrations included in this article. 








Lubricating Oil Reclamation 


Contaminated oil from L.M.S.R. road-motor engines and 


gearboxes us restored to original condition ina refining plant 





oil suffers deterioration 


LUBRICATING 

from several causes in an internal 
combustion engine ; it collects solid parti- 
cles of carbon and metal; it becomes dis- 
coloured and sticky from oxidation pro- 
ducts; and finally it suffers dilution with 
unburned fuel: Sometimes there is a con- 
siderable amount of water of condensation 


in the sludge that forms in an engine 
crankcase. The problem of rendering this 


dirty oil fit for re-use has become of special 
urgency to operators of large fleets of motor 
vehicles since the outbreak of war because 





of drastic restrictions on fresh supplies. 
In 1931 the L.M.S.R. carried out experi- 
ments on the reclamation of oil from the 
engines of its numerous road motor vehicles. 
By 1938 this fleet of vehicles had grown 
by a further 75 per cent. ; in order to deal 
with used oil from both petrol and diesel 
engines, arrangements were made to instal 
a reclamation plant of the Bramley type 
at the Manchester depot. This plant has 
been used with good results, but it has been 
kept under the observation of the Research 
Department, which has from time to time 


suggested improvements in the original 
procedure. A more modern Bramley plant 


incorporating L.M.S.R. modifications has 
now been installed at the Kentish Town 
depot. The capacity of this plant is from 
350 to 400 gal. of cleaned oil a week. 
Barrels of used oil are loaded on to a 


horizontal runway for emptying into 
storage tanks below. There are two of 


these tanks, one for petrol-engine oil; the 
other for diesel-engine oil. Each is pro- 
vided with a coke filter to catch the larger 
pieces of foreign matter in the oil ; and also 
with a heating coil immersed in water at 
the bottom. The purpose of the coil is 
to keep the oil in a fluid state at 140° F. 
or thereabouts so that sludge is able to 
settle relatively quickly. Oil for refining is 
drawn from the top of the storage tanks 
and pumped to the pre-settling tanks, of 
which there are three in the form of vertical 
cylinders, ranged in line above the storage 
tanks, as shown in the accompanying illus- 
tration. In the pre-settling tanks the oil 
is emulsified and then left to settle. It is 
then drawn off in 6-gal. quantities for 
treatment in the Bramley refiner. The 
6-gal. charge is introduced first of all into 
the mixing chamber, seen in the right 
foreground of the illustration; 4 lb. of 
fuller’s earth is poured into it and the 
hand wheel at the top of the chamber is 
rotated to actuate a stirrer of paddle form. 
The fuller’s earth absorbs oxidation pro- 
ducts and other foreign colouring matter 
in the oil. The mixture of oil and fuller’s 
earth is forced into an adjacent cylinder by 
compressed air. Here it is heated elec- 
trically to about 400° F. to evaporate the 
fuel with which the oil is diluted. Steam 
is passed through to carry off the resulting 
vapour and lead it to a condenser. When 
the process of heating and steaming has 
been completed, the oil is allowed to 
gravitate to a further chamber from which 
it is forced by compressed air through a 
filter paper to rid it of fuller’s earth on its 
way to the last of the processing chambers. 
This is situated above the clean oil storage 
to which the oil passes by gravity after air 
has been bubbled through it to remove the 
last traces of fuel impurity and leave it 
odourless. Gearbox oil is treated at the 
same depot by being passed through a 
streamline filter. 
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RAILWAY 


PERSONAL 


mong those elected {recently to Cor- 
porate Membership of the Institute of 
Transport are Sir Charles Hambro, K.B.E., 
M.C., Chairman, Great Western Railway 
Company, and the Hon. F. C. Sturrock, 
Minister of Railways & Harbours, Union 
of South Africa. 

Mr. E. Rawdon Smith has resigned the 
Directorship of the Empire Division of 
the Ministry of Information, due 


to ill-health. Mr. Rawdon Smith 
was Public Relations Officer, 
L.P.T.B., from 1935 to 1939, 
and Public Relations Officer, Im- 
perial Airways Limited (and 
later British Overseas Airways 
Corporation), from March, 1939, 
until October, 1942; since the 


outbreak of war he had acted also 
as Director of Public Relations, 
Dominions Office. 


Me. H. U. Wiltink, 3X., 
K.C., M.P. (National Conserva- 
tive) for Croydon (North), who is 


a Special Commissioner for the 
London Region, has been  co- 


opted a Director of the Southern 
Railway Company, in place of Sir 


W. P. Spens, O.B.E., K.C., who 
has resigned from the board in 
connection with his appointment 


as Chief Justice of India. 

Lt.-Colonel A. M. Robertson, 
M.C., V.D., retired on December 1 
from the position of Chief Mech- 
anical Engineer, Bengal-Nagpur 
Railway. 

Sir George Nelson, Chairman & 
Managing Director of the English 
Electric Co. Ltd., has been elected 
President of the Federation of 
British Industries, in place of Lord 
Dudley Gordon, Chairman & Man- 
aging Director of J. & E. Hall 
Limited, who has retired from the 
Presidency after holding office for 
three years. 

We regret to record the death, 
on April 15, at the age of 94, of 
Colonel Sir Robert Williams, who 
was a Director of the London & 
South Western Railway Company 
from 1892 until 1922. 





Lord Ashfield, due to increasing pressure 
of work, has retired from the board of the 
British Manufacture & Research Co. Ltd. 
He had been Chairman of the company 
since January, 1941. 

We regret to record the death on April 20, 
at the age of 57, of Sir Howard Denning, 
C.L.E., a Director of the East Indian Rail- 
way Company. 

At the London office of the Canadian 
Pacific Railway on March 31, members of 
the European staff of the company made a 
presentation to Mr. S. L. Furniss, who, as 
recorded in our January 22 issue, has retired 
from the position of Chief Assistant to the 
European Manager, which he has held for 
Over a quarter of a century. The esteem 
in which Mr. Furniss is held was expressed 
by Mr. F. W. Mottley, Acting European 
Manager, in his presentation speech, and 
by Mr. William Baird, Steamships Passenger 
Traffic Manager. 
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Colonel Norman A. Ryan, General 
Manager (Lines West), Chicago, Milwau- 
kee, St. Paul & Pacific Railroad, who is 
Acting Chief of Transportation Corps, 
United States Army (European Theatre 
of Operations), was born in 1891, and 
entered railway service in 1909 as a clerk 
and stenographer in the Operating 
Department of the Chicago, Burlington & 
Quincy Railroad. From 1912-13 he served 
as a Clerk in the Operating Department 
of the Southern Pacific, and, from 





Colonel Norman A. Ryan 


Acting Chief of Transportation Corps, 
U.S. Army (E.T.O.) 


1913-17, in a similar capacity with the 
Chicago, Burlington & Quincy Railroad; 
in 1917 he entered the Operating Depart- 
ment of the Los Angeles & Salt Lake 
Railroad. He served in France with the 
Railway Transportation Corps, American 
Expeditionary Force, from 1918-19, 
attaining the rank of First Lieutenant; in 
the latter year he joined the Chicago, Mil- 
waukee, St. Paul & Pacific Railroad, on 
the staff of the General Superintendent, 
Chicago, and _ served subsequently as 
Switchman, and, later, Trainmaster, 
before being appointed, in 1923, Assis- 
tant Superintendent, Terre Haute Divi- 
sion, of which he became, a year later, 
Divisional Superintendent. In 1927 he 
was appointed Superintendent of Ter- 
minals, Milwaukee, and in the next year 
he was made Superintendent, Milwaukee 
Division. In 1932 he was appointed 
Assistant General Manager, Chicago, and, 
in October, 1939, General Manager (Lines 
West). Before he held his present mili- 
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NEWS SECTION 


tary appointment, Colonel Ryan was a 
Major in the Engineer Corbs, United 
States Army Reserve, and was Chief of 
Transportation Section, Steam Railroads 
Zone of Operations. 

Mr. D. W. Brisbane has been appointed 
General Manager, Midland - Railway of 
Western Australia, in succession to the late 
Mr. J. J. Poynton. 


L. H. Walker, Assistant Soli- 


Mr. E. 
citor (Common Law), L.P.T.B., 
retired from the board’s service 


on April 16. 


Mr. C. H. Butler, London Rep- 
resentative of Hurst, Nelson & Co. 


Ltd., Glasgow Rolling Stock & 
Plant Works, Motherwell, has 


retired for health reasons. He has 
been succeeded by Mr. E. J. Hobbs, 
who has a long connection with the 


trade. Mr. Butler joined the staff 
of Hurst, Nelson & Co. Ltd. in 


London in 1896, and he succeeded 
the late Mr. John Renton in the 
London representation of the com- 
pany in 1922. 

Dr. A. Parker has been appointed 
Director of Fuel Research in the 
Department of Scientific & Indus- 
trial Research. 

The control of mica is to be 
exercised by a special section of 
the Non-Ferrous Metals Control, 
under Mr. G. F. A. Burgess as 
Controller. 

At a_ recent gathering of 
officers of the L.M.S.R. in Glas- 
gow, attended by Major Malcolm 
S. Speir, Chief Officer for Scot- 
land, a presentation was made to 
Mr. James Wilson, who, as re- 
corded in our March 19 issue, has 


retired from the _ position of 
Solicitor (Scotland) to the com- 
pany. 

COLONIAL RAILWAY APPOINTMENT 


The Secretary of State for the 
Colonies recently approved the 
following appointment :— 

Mr. W. Galloway, Assistant Store- 
keeper, Railway Department, Gold 
Coast, to be Chief Storekeeper, 
Railway Department, Gold Coast. 


Mr. Oliver Simmonds, M.P., is Chairman 
of the Joint Air Transport Committee 
which has been established by the Federa- 
tion of British Industries in conjunction 
with the Association of British Chambers 
of Commerce and the London Chamber of 
Commerce, and to which reference has 
already been made in our columns. Mr. 
Simmonds is also Chairman of the Air 
Transport Sub-Committee of the Transport 
Committee of the F.B.I. 

Mr. W. Hart, Chief of the Welding 
Department, Horwich Locomotive Works, 
L.M.S.R., has been elected Chairman for 
the 1943-44 session of the Manchester & 
District Branch of the Institute of Weld- 
ing. He was awarded the Silver Medal 
of the Institute of Welding Engineers in 
1932 for a paper entitled ‘‘ Welding on 
Railways and Tramways.”’ 


Borne has been appointed 
the Goods Rates & 


me Y- Ri 
Deputy Chief of 
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Charges Department, Commercial 
Superintendent’s Office, Southern 
Railway. He joined the former 
S.E.C.R. in 1902: In 1909 he was 
selected by Sir Francis Dent (then 
Goods Manager) for duties in the 
Goods Manager’s Office, and he has 
filled since a number of positions 
on the headquarters staff. 





Mr. J. B. Faulkner, Head of 
General Section, Estate Manager’s 
Office, Watford Headquarters, 
L.M.S.R., who, as recorded in our 
February 26 issue, has been ap- 
pointed Divisional Land & Estate 
Agent, Glasgow, entered the service 
of the former L.N.W.R. in 1908, 
and was posted as a _ junior 
draughtsman in the headquarters 
office of the Estate Department at 
Euston He received his early 
training in the Land Agency 
Section of the department, dealing 
with the acquisition of properties 
required for new lines and widenings 
then contemplated. On the out- 
break of war in 1914, he served 
with the Armed Forces in France, 
where subsequently he was granted 
a commission in the Middlesex 
Regiment, returning to _ railway 
service on demobilisation in 1919 
On the amalgamation in 1923, he 
was appointed Surveyor Assistant 
in the newly-formed office of the 
Divisional Estate Agent for the 
London Area; and on the reorgan- 
isation of the districts two years 
later he returned to the _ chief 
office as Valuer, dealing with sales 
of surplus properties and purchases 
of lands required for various 
railway-extension schemes In 
1929, he was appointed Head 
of the General Section of the 
department, dealing with the 
promotion of Parliamentary Bills, locai 
authorities’ town-planning schemes, and 
general estate-management matters relating 
to the company’s land and house property, 
which position he vacated to take up his 
present appointment. Mr. Faulkner was 
elected a Professional Associate of the 
Chartered Surveyors’ Institution in 1918, 
and was transferred to Fellowship in 1928 





Mr. J. B. Faulkner 


Appointed Divisional Land & Estate Agent, 
Glasgow, L.M.S.R. 
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The late Lt.-Colonel Edwin Kitson Clark 


\ Director of Kitson & Co. Ltd. 


We regret to record the death on 
April 15, in his 76th year, of Lt.-Colonel 
Edwin Kitson Clark, T.D., M.Inst.C.E., 
M.I.Mech.E., M.I.Loco.E., F.S.A., a 
Director, and formerly Chairman, of 
Kitson & Co. Ltd., of the founder of 
which company (Mr. James Kitson) he 
was a grandson. On leaving Cambridge, 
where he obtained first class honours in 
the Classical Tripos, Colonel Kitson Clark 
went through a course of engineering 
training at the Airedale Foundry of 
Kitson & Company at Leeds, and _ suc- 
cessively became Assistant Works Man- 
ager, Works Manager, a Director, and, 
in 1912, Managing Director. He was 
Chairman from 1922 to 1934. Colonel 
Kitson Clark was President of the Insti- 
tution of Locomotive Engineers for 
1921-22, and of the _ Institution of 
Mechanical Engineers for 1931-32; he 
was largely instrumental in forming a 
branch in Leeds of the latter institution, 
of which he was the first Chairman. He 
took a leading part also in the establish- 
ment of the Leeds Centre of the Institu- 
tion of Locomotive Engineers, which was 
the first centre to organise separate meet- 
ings in conjunction with the parent insti- 
tution. He had always been keenly 
interested in the Volunteer movement, 
and he commanded the 8th Battalion, 
West Yorkshire Regiment, from 1913 
until 1915, when, after being declared 
unfit for more active duties as the result 
of a riding accident, he was appointed 
to command a divisional base depot in 
France, where he served until 1918. 

We are informed that Mr. Ashley 
Brown has resigned from the council and 
executive committee of the British Rail- 
way Stockholders’ Union, in consequence 
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of demands made on his time by 
other work in which he has recently 
become interested. ; 

The late Mr. E. L. Greenhough, 
formerly General Manager, Assam 
Railways & Trading Co. Ltd., 
left £13,848. 


Dr. E. W. Smith, C.B.E. 
D.Sc., F.1.C.. M.I.Chem.E., has 
been elected President of the In- 
stitute of Fuel for the year 1943-44. 
He will take office next Octobs 


We regret to record the death 
on April 5, at the age of 60, of 
Mr. Joseph Be Wilson, Dire tor 
& General Sales Manager, British 
Thomson-Houston Co. Ltd. His 
loss will be felt not only in the 
B.T.H orggnisation, but lso 
throughout the electrical indus- 
try, in which he was. widely 
known. He was a member of the 
council of the B.E.A.M.A. from 
1928 onwards, and, in the years 
1937-38, he was its Chairman. 
Mr. Wilson was’ educated at 
Leeds University, and served his 
apprenticeship with the Brush 
Electrical Engineering Co. Ltd 
at Loughborough from 1902 t 
1906, on the completion of which 
he went to the United States an 
joined the staff of the General 
Electric Company at Schene 
tady. He returned to this coun 
try in 1917 and was granted a 
commission in the Signal Service 
of the Royal Engineers. On d 


mobilisation, he joined the 
London’ office of the General 
Electric Company (of New 
York), where he remained 


| 


until June, 1920, when = ih 

returned to the United States 

Twelve months later he returned 
to London to join the staff there of the 
International General Electric Co. In 
(of New York), which then had been 
formed as a subsidiary of the General 
Electric Company. In January, 1923, 
he joined the staff of the British Thom- 
son-Houston Co. Ltd., and was associ 
ated continuously with that company 
until his death. 





The late Mr. Joseph L. Wilson 


Director & General Sales Manager, 
British Thomson-Houston Co, Ltd., 1927-43 
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Civilian Air Raid Casualties in March 
[he Ministry of Home Security has 
announced the following figures of civilian 
casualties due to air raids in the United 
Kingdom during the month of March :— 
Killed (or missing believed killed) aes —_- a 
Injured and detained in hospital ... wee << 
The casualties are classified as follow :-— 
Men Women Under |6 
Killed (or missing be- 


lieved killed) ... aa 116 136 4l 
Injured and detained in 
hospital... HS a 204 34 


Saving Current by ‘‘ Coasting ’”’ 

Some 8? tons of coal are being saved 
very day on the L.M.S.R. Euston-Broad 
Street-Watford electric services by planned 
“coasting.’”’ In the operation of electric 
trains it is customary to accelerate rapidly 
and then shut off power and “ coast’’ to 
the point at which it is necessary to apply 
the brake for the next station stop, in order 
to effect economies in current consumption. 
By calculation and experiment, the L.M.S.R. 
has determined the most economical points, 
and fixed a ‘‘ coasting board” at these 
points for the guidance of motormen. 


Longer Fuel Rationing Period 

Changes are to be made in the arrange- 
ments for issuing motor fuel ration coupons 
to operators of goods vehicles and public 
service vehicles as follow 

[he rationing period is to be extended 
from 2 weeks to 4 weeks, except for those 
operators of public service vehicles whose 
work is not considered sufficiently stable 
to justify this course ; 

The issue day is to be changed from 
Friday to Wednesday, except for vehicles 
for which coupons are issued by the Govern- 
ment Road Haulage Organisation ; and 

Coupons issued for 4-week periods will 
be given 6 weeks validity. 

lo avoid congestion in coupon-issuing 
othces, coupons will be issued to different 
groups of operators in different weeks. 
[he changeover will begin on Friday, 
May 14, when operators will receive, 
through their normal channels, coupons 
for periods varying from 23 to 54 weeks 
ending on a Wednesday. After the end of 
those periods all coupon issues made by 
the Ministry of War Transport will be for 
periods of 4 weeks (except for those p.s.v. 
operators remaining on a fortnightly basis) 
and will be made on Wednesdays (except 
those issued by the Government Road 
Haulage Organisation). Every operator 
iffected will be notified in writing of the 
period to be covered by his application for 
the rationing period beginning on May 14, 

nd of the dates for the submission of his 
subsequent applications. 


Journey Radius of Hired Cars 

[The King’s Bench Division of the High 
Court of Justice has recently* given an 
important decision on the interpretation 
f the Motor Fuel (Hire Service) Order, 
1941. The appellant (a Mr. Langley, of 
Varteg, near Pontypool) had been con- 
victed on September 2, 1942, of a breach 
of the provision in the Order, relating to 
journeys made in hired motorcars. The 
wording of the material section of the 
Order (which is dated November 5, 1941) 
s ‘‘ except for a permitted purpose no pro- 
prietor shall supply and no hirer shall 
cquire any motor fuel for consumption 
n a motor-vehicle let out on hire otherwise 
than for journeys within the inner radius.” 
For places outside the Metropolitan Police 
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Area, the inner radius has been defined 
as a distance within 15 miles from the place 
where the car which was let out on hire 
was normally kept by the proprietor. The 
Cardiff Magistrates had interpreted this as 
meaning a journey of 15 miles. but the 
Lord Chief Justice in giving the judgment 
of the Court, said there was nothing in the 
Order to show that the natural meaning 
of the word “ radius ’’ was to be abandoned, 
and that therefore journeys were per- 
mitted within a circle of 15 miles radius. 
The magistrates were right in thinking 
that the object of the Order was to save 
fuel, but were wrong in giving a forced and 
unnatural construction to the words 


London Stations Closing 


The L.M.S.R. and L.N.E.R. have an- 
nounced that, from May 3, Hornsey Road 
and Junction Road Stations will be closed 
as a wartime measure. Alternative stations 
for passenger and parcels traffic are Crouch 
Hill, Upper Holloway, and Kentish Town. 


Double Summer Time in Ulster 


On April 4, Double Summer Time was 
re-introduced in Northern Ireland (coinci- 
dently with Great Britain), but ordinary 
Summer Time continues in force in Eire. 
New timetables were introduced by the 
Great Northern Railway (Ireland) on that 
date making necessary adjustments in 
departure times. Considerable inconveni- 
ence results from the lack of uniformity 
between the two parts of Ireland. 


The Cairn Valley Light Railway 

The L.M.S.R. has announced that the 
Cairn Valley Light Railway, which extends 
from Dumfries to Moniaive, is to be closed 
to passenger traffic as from May 3. Goods, 
mineral, and livestock traffic will continue 
to be dealt with at the stations, but parcels 
and sundry traffic from or to 
Moniaive, Kirkland, and Crossford will be 
handled at Moniaive, and similar traffic 
from or to Dunscore, Stepford, Newtonairds, 
and Irongray will be dealt with at Dunscore. 
We refer to this line in an editorial note, 
page 426 


goods 
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Return Bus Tickets in Eire 
On April 4, the Great Northern Railway 
(Ireland) discontinued the issue of return 
tickets by its bus services (excepting the 
Dublin-Howth, Portmarnock, and Strand 
Road routes). 


French Easter Traffic 
It is reported by the Paris radio that 
compulsory advance booking for Easter 
traffic was introduced on April 10, in re- 
spect of all the French main-line railway 
services 
Travel Ban in Norway 
Under Gestapo orders a complete ban 
on travel in Norway began on April 20; 
the only exception is for traffic within a 


30-km. (19-mile) radius of the principal 
cities. The police may grant a dispensa- 
tion for travel on official service of 


urgent family matters. 


Lisbon-Hendaye Train Service 

A Reuters message from Lisbon dated 
April 6 says that an express train service 
has been re-established between Lisbon 
and Hendaye, on the frontier between Spain 
and France. This train, which is scheduled 
to run twice a week, forms the only direct 
communication between Portugal and any 
part of France. The international bridge 
at Hendaye is stated to be guarded by 
German soldiers. , 


Italian-Swiss Traffic 

\ message from Rome to the Official 
German News Agency, dated March 29, 
says that various projects for trans-Alpine 
railways are being examined with a view 
to increasing traffic between Italy and 
Switzerland. Other ideas under discussion 
are the possibilities of an extension of mixed 
connections by cableways and river trans- 
port between Genoa and the Swiss lakes, 
and an increase in the number of subsidiary 
railways and roads. : 


Paris to Channel Coast Motor Road 

According to recent information from 
Vichy, work on the motor road which is to 
connect Paris with a Channel port is pro- 
gressing rapidly. Hundreds of workmen 
are stated to be busy felling trees in the 
Saint-Germain wood, which the road is to 
cross, while bridges and cuttings are being 
built all along the route. The width of the 


— 


wan TIME, PAINTING 


Part of an exhibition of original paintings by British artists depicting some of the memorable 
activities and incidents on the railways during the past three years, which was held at the 


Brighton Art Gallery last month 
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road is to be 131 ft. 3 in It is expected 
that the road will be available for limited 
trathic by the spring of 1944 rhe road will 
be known as the Marshal’s Road” (la 
Route des Maréchaua 


French Railway Militia 
\ railway militia is now being organised 
in France, with the object of guarding 
important railway lines Men ranging 
from 18 to 65 years of age are being recruited 
in towns and villages on the main lines 
ymncerned., 


Increased Fares in Croatia 


Passenger fares and goods rates of the 
Croatian State Railways were increased by 
50 per cent. on April 1 [his follows an 
ncrease of 30 per cent. in rates for full 


t 
vagon loadings, and of 50 per cent. in rates 
for small < which became 


effective on 


msignments 
Februat l 


New Turkish Trunk Road 
he Turkish Government recently ce 


t buil main road connecting 

H a Pacha y t Istanbul with 

\nkara ind Kirsheh ind thence l 

Kaisari to Si \n extension to 
ierzerum is contemplated Lhe cost ot th 
i between Ha Pacha and Sivas 1 


7.000.000 


Commercial Travellers Banned 
in Germany 

travel, the 

\ttairs 


German 
issued an 


Luce 
Minister of ke 


lore unnecessary 


onomiu 


der on February 9 prohibiting all journeys 
undertaken with a view to accepting com 
nercial orders or ) maintaining personal 
mtact between industrial and tradmeg con 
cerns and their customers The order 
covers owners and principal officials of 
firms, in addition to commercial travelle1 


Reichsbahn Personnel 


lo ease the staff shortage, the Reichsbahn 


employing more than 100,000 women in 
both administrative and train operating 
ork As a result of the additional coml 


out of men, this number is far from sufficing 
and more women are now being enlisted 
Moreover, the Reichsbahn is falling back on 
vouths from 14 to 19 years of age, officially 
styled Jungwerk juy ] 

( intensive training 
n-technical 


pointmen 


workers hese 


undergo a short and are 


then employed for n services 


of the lower grades, as shunters 


linemen, wire surveyors, and locomotive 
firemen, and for vading and unloading 
wagons heir pay varies according to age 
but ranges from 50 to 70 per cent. of the 
full pay an adult railwayman of the same 
category receives 
New Danube Road Bridge 
\ new road bridge over the Danube in 


Western Hungary was opened on March 15 
[It is near Medve, 14 km. (94 miles) to the 
north of Gy6ér, and forms a vital link in 
the road connection between Gyor and 
Galanta To the north of Medve the road 
Bratislava-l 


crosses the szor Komarom 
railway at Dunaszerdahél, The con 
struction of the bridge was begun in 


December, 1939; its cost is said to total 
Pengdé 5,500,000, of which Pengéd 2,800,000 
is accounted for by the steel superstructure 
the erection of which was begun only in 





March, 1942. Before the completion of this 
bridge, there were none across the Danube 
between Bratislava and Komarom, a 
distance of 37 miles Near Medve there 
was a ferry The Gy6ér-Galanta road is 
now being converted into a _ high-speed 
motor road. The new bridge consists of 
four spans, of which the northernmost 


resting on two piers and crossing the main 
or navigable branch of the Danube) is 
1,968 it. long. The three spans to the 


south cross gaps in a dam, 21 ft. 11 in 
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high, over the inundation area. The south- 
ern end of the bridge is a little to the west 
of Medve village 


Egyptian Fare Increases 
Goods rates and passenger fares 
recently increased on the Egyptian State 
Railways First-class fares were increased 
by 100 per cent., second-class fares by 60 


were 


per cent., and third-class fares by 50 per 
New Middle East Air Line 
Early this vear, a weekly air service 
between Teheran (Persia) and Baghdad 
Iraq ia Kermanshah (Persia was 
begun by the Persian State Air Lines. The 
flying time between Teheran and Baghdad 


is stated to be about 4 hr 


Manchurian Railway Tariffs 

On April 3 the Official German News 
\gency stated it had learned from Hsinking 
that the South Manchurian Railway Com- 
pany raised the passenger tariffs for 
all Manchurian railways to 6-5 yen a 
kilometre for first class, 4-5 yen for second, 
and 2-6 yen for third 


An annual increase 
in revenue of 42 million yen 


Is expec ted 
from the higher fares 


has 


Canadian-Operated U.S.A. Military 
Trains 

An Order in Council towards the 
end of March announced that the Canadian 
National Railways system had received 
requests from the Government of the U.S.A 
to handle trains for military purposes, 
including statf and equipment of contrac- 
tors, on the basis as is permissible 


issued 


same 


the U.S.A 

Mixed Trains in Canada 
\ccording t 1 message from Montreal 
ited March 26, mixed passenger and goods 
“ins are per! le for military purposes 





an Order i ouncil recently issued in 
War Orders & Regulations. The 
vides that the passenger carriages 


Canadian 





{ trains must be next to the loco- 
motive, with «ls equipment in the rear, 
provided that the passenger carriages are 
of steel or steel underframe construction. 


Canadian Reduced-Fare Suspension 
Sucl special inducements to travel ”’ 

remained in force in Canada until 
example, reduced fares) have been 
on Canadian railways for a test 
\pril 15 until August 15, the 
fransport and Munitions 
3 in a joint statement 
intended to ascertain 
will relieve wartime 
the railways by curtailing 
civilian passenger travel, said the Controllet 
f Transport. Before the end of the period, 
a check will be made, and it will then ,be 
decided whether the regulation shall be 
kept in force for a longer period. In addi- 
tion to abolishing week-end fares, the regu- 
lation special fares for Easter 
and other holiday excursions, and, in ordet 
to discourage convention travei, it also 
terminated special fares granted to parties 


is Nave 


1ioW (for 


veriod from 
Departments of 
announced on April 
rhe test period is 
whether step 


pressure on 


such a 


cancelled 


of ten or more persons. ‘‘ The movement 
of essential war materials and other essen- 
tial freight, and the transportation of the 


Armed Forces, on duty and on leave, must 
be given priority over civilian travel,’’ said 
the Controlle1 ‘““ Despite restrictions on 
the use of dining cars, parlour cars, and 
Pullmans, by the limiting of extra sections 
and by cancellation of special trains, 
passenger traffic has continued to rise in 
volume, and thus it has become necessary 
to try this experiment. He suggested 
that before making any travel plans, 
would-be passengers should ask themselves, 

Is my journey really necessary ? ”’ 

During the past year, various cancella- 
tions and modifications have been intro- 
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duced in Canada with the object of red icing 
travel. Many types of special fares have 
already been eliminated, as recorded in oyr 
issues of August 14 last (page 163), Septem- 


ber 4 (page 234), and October 2 (page 330) 
In the last-named issue it was also recorded 
that the Canadian Minister of Munitions & 


Supply had stated that unless unnecessary 
civilian travel were limited on a voluntary 
basis, even further restrictions would be 
needed. 


Peruvian Strategic Highways 
Highways are playing a major part in 

forward economic movement of Peru 
road-building 


extensive 
were formulated before 1930 


ins ior an 


but large-scale construction dates 

1937 By 1941 the Peruvian section of 

the Pan-American Highway was op t 

traffic from the Ecuadoran border to th 

frontiers of Chile and Bolivia, a distancs 
860 miles. The total 


of some 1 


mileage « 


15,500 reported at the be 


ning of 1942 was greatly supplem: 
during the year by rapid progress on the 
so-called ‘‘ penetration highways w 

ire to join the coastal region witl 
eastern hinterland icross the An 
known as the montana. 

Ot most immediate interest is the 
Central Highway which extends nort 
east from Lima across the Andes 1 
Orova, Cerro de Pasco, and Tingo Ma 


to Pucallp small port on the n 





gable waters of the Ucayali River [ 
500-mile roadway, which is scheduled 
completion during 1943, will be the fir 
Trans-Andean highway to penetrate the 
Amazon basin of Peru, and its comy 


settlement a vast unde 
Of present significanc 





the fact that this road will make | 
sible the transport of rubber and ot 
tropical products of wartime necessity 
motor lorry to the Pacific coast—a shorter 
ind faster route than the long journey 
down the Amazon [he Peruvian eng 
neer responsible for the construction 
this Trans-Andean highway linking the 
Pacific to tl Amazon is Senor Pimentel 


1 

The trip from Lima to the Amazonian 
river port of Iquitos, before the inaugu 
ration of the air service, required ei 
» month's journey by muleback and 
river launches over mountain trails 





through Amazonian jungles, or a 

trip by steamer from Callao through the 
Panama Canal and up the Amazon River 
By using the highway, travel time from 
Lima to Iquitos will be reduced to 5 
days A new oilfield (Ganzo Azul) has 
been brought into production at a point 
on the Pachitea River about miles 





from the highway near the eastern ter 
minus. The proximity of the oilfield t 
both the highway and navigable water is 
significant. 
Mountainous 
tremely difficult 
engineer in Peru 
the coast to the 


terrain presents an ex 
obstacle to the highway 
Some roads leading fron 
Amazon region, such as 
the Central Highway, cross the Andes at 
iltitudes of 14,000 to 16,000 ft., so that 
many of these passes exceed the elevatior 


of Mount Whitney (14,500 ft.), the 
highest mountain in the United States 
It has been a very heavy task to buil 
roads across this formidable cordillera ex 
tending the length of Peru, and with 
many snow-faced peaks more thar 
20,000 ft. above sea level. Despite such 


impediments, road building is proceeding 
rapidly. New roads are linking former 
isolated areas more closely, and may be 
expected to effect considerable changes in 
the economic structure of the Republic 

Earlier reference to the Peruvian Trans- 
Andean Highway was made in our issue 
of November 6, 1942 (page 452). 
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Behind the Russian Lines 


The background of the military suc- 

S of the Soviet Union is provided by 
the high degree of achievement of the 
ountry’s trafsport organisation, a 
ature which is indispensable in a 
ountry of such enormous distances as the 
U.S.S.35 We have already drawn atten- 
tion to the importance of the railway 
supply lines in connection with the relief 
Stalingrad and the Caucasian region, 
ind the following notes are concerned 
wit longer supply lines affecting the 
strategy of the Eastern Front 
The backbone of the railway system in 
the eastern regions of the Soviet Union, 
egions of which the industrialisation has 
oved vital to the Russian war effort, 
s the Trans-Siberian Railway The lay- 
ng of its second track had been com- 
1 just before the war broke out in 
rhe greatest importance attaches 
1,250-mile section between the 
coal region, south of Tomsk in 
tral Siberia, and the industrial centr: 
kombinat ’’) of Magnitogorsk, in 

the Southern Ural mountain range, as 
well as other ‘‘ kombinatys ’’ in the Urals 
further to the north, such as the enor 
nous wagon-building works at Tagilsk 
which the output capacity is said t 


1939 
to the 


Kussbass 


I 
I 
¢ 
I 


reach 110,000 wagons a year. The Kuss- 
iss region has been developed into the 


n coal-producing area of the Soviet 
on, and its supplies are vital to the 
intry’s war industry. It is that 
where in the world at present is the 
goods traffic more intense than on the 
Ural section The iverage 
speed oft the trains does not exceed 
40 km. miles) an hour, but the roll- 
ng stock, marshalling yards, and other 
quipment are reported to be well up to 
standard of modern requirements. 


said 


Kussbass 


(25 


\ new railway, of the highest import- 
because it forms an _ additional 
supply line over which Allied war 
erial will reach the Russian front, is 
Yugor—Kotlas line, via Vorkuta, 
Ukhta, and Ust Sysolsk, which is 

w nearing completion Yugor is a 


rbour on the straits linking the White 


Sea with the Kara Sea, in the Arctic. 
The line begins at the port of Khaba- 
rova, and runs along the western slopes 
the Northern Ural mountain range, 
the middle and upper course of the 
Pechora river (where there are extensive 
ilfields undeveloped for lack of com- 
unications) The new line joins the 
sting railway system at Kotlas, where 
River Vychegda runs into the North- 

ern Dvina The distance between Yugor 
nd Kotlas by rail is about 950 miles. 
The line has been under construction 
since early in 1941 A connection be- 
tween Kotlas and Plesetsk on_ the 


Vologda—Archangel line is proposed, but 

is not known whether any work has 
been begun. Although Archangel harbour 

not ice-free in winter, this northern 
supply route is nevertheless of import- 
nce. Since the opening of the connect- 
line between Plesetsk and Saroka on 
Murmansk line (240 miles) late in 
1941, the Plesetsk—Vologda section has 
icted as a relief to the Leningrad— 
Murmansk connection. 

The Krasnovodsk—Tashkent line (1,100 
miles) is now being doubled, and a second 
track is also being laid on the railway 
from Tashkent, via Kandagachu, [letsk, 
Chkalov (formerly Orenburg), and Kinel, 
to Kuibyshev, some 1,350 miles long. 
These lines form alternative connections 
or the conveyance of Allied war 
material reaching the Caspian Sea via 
Persia. Moreover, a considerable length 


ing 
ng 
the 
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of the Krasnovodsk—Tashkent line skirts 


the Persian border, where Ashkhabad and 
other points on Soviet territory have be- 
come important centres for the trans- 
shipment of consignments reaching those 


places by road through Meshed from 

India 

MIDDLE East SuppPpLy BASE FOR RUSSIA 
The part played by the United King- 


dom Commercial Corporation in supplying 
Russia with essential requirements—non- 
military goods delivered already exceed 
£50,000,000 in value—and in improving 


Middle Eastern transport facilities was 
indicated in London on April 7 after a 
luncheon in honour of the Soviet Am- 


bassador (M. Maisky) and members of the 
Soviet Trade Delegation in Great Britain, 
given by the corporation’s Acting Chair- 


man, Sir Francis Joseph, and directors 
Sir Francis is a director of the L.M.S.R. 
The use of India as a supply base, it was 
stated, had made it necessary for the 


corporation to arrange for speeding up 
transport. Goods were shipped to Karachi, 
and sent from there to the U.S.S.R by 
the overland route By arrangement with 
the Government of India and other autho- 
rities, the corporation has been entrusted 


with the operation of the railway route 
running between Nok Kundi and Zahidan, 
together with its road connection vta 


Meshed to 
Railway 

The corporation was 
for the elaborate road haulage system 
built up in Persia, by which Anglo-Ame- 
rican aid for Russia was transported from 
the Persian Gulf to the Caspian Sea. This 
task had been assigned to the corporation 
within two weeks or so of the outbreak of 
hostilities on the Eastern Front, when it 
was realised that Persia offered a relatively 
safe highway for supplies to Russia to 
supplement traffic via the northern ports 
and Vladivostok. It became obvious that 
the single-track Trans-Persian Railway was 
incapable of dealing with the volume of 
FOr ods needed, and the « orporation therefore 
lost no time in developing a number of 
road transport routes \ network of 
garages, repair depots, petrol stations, and 
rest centres was built along the 1,000 miles 
of roads that link the Persian Gulf with the 
Caspian Sea Workshops equipped with 
modern plant and tools for major repairs 
were set up at key centres. As part of the 
corporation’s policy to make all possible 
use of the normal trade channels, the only 
British officials employed on the Persian 
road and railway transport system were a 
handful of specialists essential for admin- 
istration About 8,000 Persians were 
employed as drivers, loaders, artisans, 
clerks, and storekeepers. The corporation 
is also developing another route for supplies 
to the Soviet through Iraq 


the Russian East Caspian 


responsible also 


RESTORED RUSSIAN TRAIN SERVICES 


Rapid progress has been made by the 
Russians in restoring the main railway 
lings in the territories they have recently 
re-occupied. 


One of the most important of such 
lines is that between Velikiye Luki and 
Rzhev, which was very. substantially 


damaged by the retreating Germans. Its 
restoration was completed during the last 
week in March, and this was marked by 
the passage of the first direct train, since 
the summer of 1941, along the 300-mile 
stretch to Moscow from Velikiye Luki. 
How formidable a task faced the Red 
Army’s railway repair squads, aided by 
local inhabitants, is shown by a report 
that for nearly fifty miles west of Rzhev 
charges had been exploded between virtu- 
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illy every rail joint. Restoration work 
began less than an hour after the expul- 
sion of the Germans; the squads wer¢ 
ordered to. cut, shift, and rejoin 50 rails 
a day, and did 200, so that five to six 
miles of line were repaired daily. It is 
added that 39 bridges had to be rebuilt. 
In many cases timber had to be dragged 


for miles by road Women, old men, 
and youngsters dug up saws and 
hammers, and helped to build the 
bridges. The reopening of the line has 
substantially strengthened the Red 
Army’s farthest western outpost at a 
period when roads can ke made usable 
only by laying thick hurdles and logs 


over the mud. 

Rostov was re-captured on February 14, 
and on March 29 a photograph was radioed 
from Moscow to this country showing a 
passenger train leaving the main station 
in normal service 

A message dated April 6 states that rail- 
ways in the Spa district of the Caucasus, 
between Mineralniya Vody, Pyatigorsk, and 
Kislovodsk, had been restored 

The first passenger train from Moscow 
to Stalingrad is stated to have left 
Moscow on April 11, and a regular twice- 
weekly service is now maintained. At 
the same time, passenger links between 
Kursk and _ Stalingrad, and _ between 
Kursk and Moscow, were established. 

SOVIET 


RAILWAYS UNDER MILITARY 


Law 
A Moscow message dated April 16 said 
that the Supreme Soviet of the U.S.S.R. 


had decreed that all the railways in the 
Soviet Union were placed under military 
law The decree states :— 
1.—All employees in railway transport 
are considered mobilised and reserved for 
railway work for the duration. 
2.—Responsibility for offences com- 


mitted on duty is placed on a par with 
offences committed by Red Army men. 

3.—All offences committed on railways 
will be dealt with by military tribunals 
in accordance with wartime laws. 

4.—Workers found guilty of offences 
on duty are to be sent to the front in 
disciplinary companies. 

The decree, which is signed by Presi- 
dent Kalinin, states in a preamble that 
the great majority of the railway workers 
are doing their duty, but that there is 
an insignificant minority showing a lack 
of discipline and responsibility. 


It is also reported that the People’s 


Commissar for Transport, M. Kagano- 
vitch, who is also a member of the 
Defence Council, has been instructed to 
put the new disciplinary statute into 
practice. an 
Co-operation between the civil and 
military administration of the raikways 
has been close since the outbreak of the 
war, for the U.S.S.R. railway system 
works to a very large extent for war 
needs alone. Private travel is strictly 
limited to essential journeys. In view of 
the enormous tasks of restoring recap- 
tured railways, the new decree is not 


regarded as surprising. 








Goops on Po.LisH TRAMWAyS.—In 
accordance with the German practice 
of using city tramways for goods transport 
as a wartime measure (first reported in 
The Railway Gazette of September 19, 1941, 
page 286), the occupation authorities in 
Poland have recently ordered the Lwow 
(Lemberg) City Tramways to undertake 
the transport of goods during the night. 
A siding has been laid to the goods station, 
where a trans-shipment platform, 330 ft. 
long by 23 ft. wide, has been built between 
a railway siding and a new tramway siding. 








tt 


THE RAILWAY GAZETTE 


RAILWAY AND OTHER MEETINGS 
Assam Railways & Trading Co. Ltd. 


[he adjourned sixty-second ordinary 
general meeting of the Assam Railways & 


rrading Co. Ltd. was held at 154-6, 
Fenchurch Street, London, E.C., on 


April 21 


man ot 


Mr. E. A. A. 


company 


Joseph, Chair- 


the presided. 


[The Chairman, in the course of his 
speech, said the directors regretted the 
late date at which the report was pre- 

nt i } y H 
ented, but the delay had been unavoid- 
ible rhe accounts had been delayed 
very much on their way from India, and 


even then the statements and explana- 


tions were not entirely complete 
The railway revenue showed a _ large 
increase which was no doubt partly 


ittributable to the carriage of military 


traffic \lthough, in the absence of cer- 
tain reports from India, it was difficult 
to iy precisely how much should be 
ittributed to those special conditions, 


there was no reason to suppose that the 
normal steady progress which had con 
tinued now tor four years had not been 


fully maintained. It was particularly 
gratifying to see that increased earnings 
had been uwccompanied by decreased 


working expenses, so that the percentags 


of expenditure on gross takings had fallen 


m over 61 to under 52 Che altera 
tion in the railway capital account was 
due in part to the usual small items of 


xpenditure, but mostly to the Govern 
action in icquiring some of the 
ompany’s rolling stock As a 
ransaction, and quite apart from that 
the Government had, as stated in the 


ment s 


separate 


report, taken over control of the rail 
way from April 1, 1942, and it was being 
worked by the Bengal & Assam Railway 
is part of that system he board at 


present was negotiating the terms of the 


irrangement with the Government of 


In the 
had 


trading department, coal sales 
shown an improvement and _ costs 


had not been heavier. The Government 
now controlled the distribution of the 
company’s coal, and, as at present ar- 
ranged, its sales were limited only by 


the amount of output. The other depart- 
ments of the company had maintained 
their position and the sales of their pro- 
ducts had been good, but, as they had 
now about reached their maximum out- 
put, further could not be ex- 
pecte d. 


The 


increases 


received on the com- 
investments had been at 
the same rates as in previous years. 
\s to its subsidiary, the Namdang Tea 
Company the latter had paid off en- 
tirely the advances made to it on cur- 
rent account, although the Assam Rail- 
ways & Trading Co. Ltd. of course would 
mtinue to be for the finance 
of the Namdang Tea Company if neces- 
sary. The parent company had increased 
slightly its holding of the subsidiary’s 
debentures, otherwise the amount of the 
investment was unchanged. 


dividends 
pany’s main 


re sponsible 


rhe provision for taxation showed an 
increase, as was only to be expected in 
view of the larger profits earned, and 
was the amount recommended by the 


company’s auditors 
ing the appeal for a 
standard had yet 


No decision regard- 
better profits 
been The 


excess 
received. 
certificates respecting the company’s pro- 
perties all had been received as usual. 

Last year he had mentioned that pre- 
1utionary measures in Assam might in- 
volve the company in extra expendi- 


ture. rhe shareholders would see an 
item for air-raid precautions. The direc- 
tors had decided to debit in the appro- 
priation account the £3,000 to be written 


off new issue expenses, instead of making 
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it a recommendation in the report as 
they had done for some years past; they 
thought this to be simpler. It had been 
thought wise to increase the amount de- 
bited to the reserve for renewals and 
depreciation. There was a liability accru- 
ing for deferred maintenance, which after 
consultation with the auditors the board 
had thought it prudent to cover. . 

In the balance sheet on the credit side 
would be observed a new entry, Indian 
Government securities, which represented 


a provision to meet any extra liability 
the company might incur under work- 


men’s compensation; at the date of the 
balance sheet the company held £100,000 
of Tax Reserve Certificates. The amount 


due to sundry creditors had beer 
creased considerably. That was partly 
due to tax provisions and partly 
delays in dealing with interchange a 
counts in India. The items, though 


larger, were all quite normal. 


The results of the current year re 
difficult to predict The arrangements 


respecting the company’s railway had 
yet been completed, and the distribution 


of its coal lay in the hands of the « 
troller Those two items together 


vided considerably more than half of the 


company’s income. Costs and prices 


India, and not least in Assam, had been 
rising rapidly during the past year, 1 
it had to be borne in mind that the 


accounts 
behind 
might be, 


now presented were a yea! 
However, whatever the result 
the position was r¢ gulated 


E.P.1 

Many thousands of refugees tron 
Burma had passed through the company 
properties, which had been the scene of 
1 large reception camp. The staff had 
continued to work under very anxious 
ind trying conditions. The company 
owed it every sympathy and encourage 
ment, and he was glad to make acknow- 
ledgment of its courage and good 
work. 


The report and accounts were adopted 








Railways and Military 
1 . 
Traflic 
Major-General N. G. Holmes, Director 
of Movements, War Office, in a broad- 
cast on April 16 described the enormous task 
with which the railways in this country 
I contend the outbreak 


iad had to since 


of the war Purely military traffic was 
still growing. Rough totals of the num- 
ber of special troop or freight trains run 
4y one railway company alone showed 
that, in the last quarter of 1941, 4,500 
trains were run, and, the last quarter of 
1942 7,300 trains were run on_ purely 
military account He had been struck 
not so much with the volume of military 
traffic handled by the railways as with 
heir flexibility—ttheir ability to meet 
urgent demands at very short notice. The 
classic example of improvised large scale 
rail movement of course had been 
Dunkirk. 


the impending 


was given by 


Phe 


evacuation 


first warning of 
from Dunkirk 


my directorate to the railways on May 
21, 1940, when the first meeting took 
place,’’ he said ‘“ Certain movement 
followed at once, but exceptionally 
heavy movement started on May 27, and, 
between the period May 27 to June 4, 
569 special trains were run from the 
south-east coast of England, carrying 
nearly 320,000 men. Many drivers and 
guards were on duty 18 hr. and over at 
a stretch The whole movement was a 
remarkable feat of railway organisation. 


The 


movement was in complete contrast 


to that of the B.E.F. to France at the 
beginning of the war when a programme 
of rail movements, worked out in detail 
just before the war, was carried through 

by the railways like clockwork.’’ 
Nowadays there was never much time 
for making rail arrangements. For any 
North Africa, the 


convoy sailing for 
Middle East, India, or all of these places, 
there might be 50,000 men in _ everv 
type of unit to be picked up from all over 


England, and delivered at the ports at 
the right time, in accordance with the 
embarkation programme agreed by the 
War Office with the Ministry of War 
rransport In addition there were hun- 
dreds of thousands of tons of military 


stores to be delivered 
the right order for 
trains were oiten on 


period of three days 


it the quayside in 
stowage. The first 
the move within a 
ifter the railways 


had been warned. 
“The next example I would like to 
give you is the very large amphibious 


operation which took place in connection 


with the landing in North Africa. My 
directorate was responsible for co-ordi- 
nating the whole of the Allied movement 
for North Africa from this country, and 


in 16 days we, in conjunction with the 
railways, had to move to the ports close 
on 200,000 men, over 20,000 vehicles, 
all except the track vehicles which went 
by road, and 240,000 tons deadweight of 
Naturally these trains had to 
have special priority through on all rail- 
ways. This will explain why passenger 
trains may have been a little late, and 
why these trains were fairly crowded. 


stores. 


I could mention other instances, 1 
example, the recent manoeuvres, which 
were the largest that have ever taken 
place in this country. The difficulty in 
this case was that, although we knew 


where the troops were to go to, no one 


knew until the ‘cease fire’ where the 
battle would finish and consequently 
where the troops would entrain. Within 
94 hr. of the ‘cease fire,’ movement 
started; within four days everyone wa 
back in his billet 

‘‘T hope that what I have said has 


shown vou the task and difficulties with 


which the railways have to contend in 
this country in time of war, and I am 
quite certain that there are very few ot 


us outside Movement Control who realise 


the magnitude of the burden that is 
placed on the railways, yet we are ill 
sometimes reminded by late running oF 
locomotive failures that the railways are 
in fact under constant strain; strain 
which inevitably makes itself felt more 
and more as the war grows older. I 


think we all need to be reminded of that 
fact and to be patient. 
‘‘ From what I have said you will se¢ 


what a big job the railways have to d 
for the army, and under what pressuré 
they are working. That job has to go 


on all the time for the flow of munitions 


to the fighting forces cannot be _ inter- 
rupted. While, therefore, we try to 
reduce military leave travel during the 


public holidays to a minimum you will 
appreciate that the railways still have to 
work night and day for the Armed 
Forces.” 
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Parliamentary Notes 


Railway Freight Rebates Bill 
The Railway Freight Rebates Bill 

] 1 the Committee stage without 

amendment in the House of Lords on 

April 8, and was read the third time and 

passed on April 13. 

; was read the first time in the 

ommons on April 14. 


House 








Questions in Parliament 


Railway Staffs’ Salaries 
R. De La Bere (Evesham—C.), 


\pril 13 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
» if he would consider granting the 
1,768 persons of the railway staff earning 

een £500 and £1,000 a year som 

sum to compensate them for the 

f increased salaries during the war, 
cessation of hostilities, having 

to the fact that the Government, 

inder agreement with the railways, was 
ing substantially larger sums than 


ontemplated at the time the agre¢ 
was entered into. 

Ire P. J. Noel-Baker (Joint Parliamen 
Secretary, Ministry of War Trans 

I regret that the suggestion is not 

which the Minister of War Transport 

e to idopt 

Mr. De La Bere Are we to under- 

that these 1,768 are to endure a 

manent injustice because the Minister 

War l 


stand 


rransport does not like my sug- 
n? Is it not possible to have justice 
me form for tl 
the hardships they have 


ese people, considering 


to suffer ? 


Mr. Noel-Baker If Mr. De La Bere 
xamine the matter, he will see that 
isons which led the Minister of Waz 

rransport and the Chancellor of the Ex 
quer to make their original decision 


ilso apply to his present proposals. 


Carriage Paid Consignments 
Mr. W. W. Wakefield (Swindon—C.), 
April 12, asked the Parliamentary 
Secretary to the Ministry of War Trans- 
if he would explain the purpose of 


Order No. 463 of 1943, which came into 
¢ on March 24, 1943, to be known as 
Railways (Carriage Paid) (Amend- 

nt) Direction, 1943. 
Mr. P. J. Noel-Baker stated in a written 
swer: Under the Railways (Carriage 
Paid Direction 1942, traffic was re- 
juired, as from January 1, 1943, to be 
consigned ‘‘ carriage paid The purpose 


the direction was to reduce clerical and 
ounting work Temporary exemp- 
was given in the direction to certain 
sheep, and pigs, 


raffics, including cattle, 
the hope that ways and means could 
found of overcoming difficulties in 
ipplying the ‘“‘ carriage paid’’ rule to 


further examination, the diffi- 
found to be so -exceptional 


them On 


culties were 


it it was decided to exempt them per- 
inently. This is the main purpose of 
the Railways (Carriage Paid) (Amend- 
nt) Direction, 1943. This direction 


so extends the exemption for seed pota- 
toes conveyed by rail to April 30, 1943. 
This obviates the necessity for a change- 
over in procedure just before the end of 
seed-potato season. 


Movement of Racehorses by Rail 

Major A. M. Lyons (Leicester East— 
( on April 13 asked the Joint Parlia- 
mentary Secretary to the Ministry of 
Transport (1) whether he would state the 
irposes for which his department issued, 
r authorised Statutory Rule & Order 
1943, No. 474; and (2) what distance 
limit was permitted to travel under Statu- 
tory Rule & Order, 1943, No. 474. 
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Mr. Noel-Baker, in a written answer, 
stated: Horse racing is organised on a 


regional basis, meetings in the north being 
confined to horses trained north of the 
Trent, meetings in tthe south to horses 
trained in the south, and meetings at 
Newmarket to horses trained at New- 
market. Eight ‘‘ open’’ races, however, 
ire also run at Newmarket, and any 
horses may be entered for them, wherever 
they are trained. These eight races are 
listed in the schedule to Statutory -Rules 
& Orders, No. 474. To make it possible 
for horses to compete in these eight races, 


it was necessary to modify Order Ni 
1689, 1942, which prohibited the move- 
ment by rail of race-horses to race meet 
ings. The necessary modification was 


Rule & 
horse to be 


effected by Statutory Order No. 
474. It will permit a moved 
by rail for any distance; but only when 
t has entered to run in one of the 


eight races. 


been 
: open ‘si 


Railway Fares 


Mr. W. Foster (Wigan—Lab.), on 
\pril 14, asked the Parliamentary Secre- 
tary to the Ministry of War Transport 
if he was aware of the effect of the last 


increase in railway passenger fares on the 
increasing number travelling by buses on 
the roads for short journeys; and would 
he consider the advisability of reducing 
such fares and bringing them in line with 


bus fares for similar journeys so as to 
relieve congestion on the roads and effect 
i saving of petrol and rubber. 

Mr. Noel-Baker, in a written reply, 
stated: I cannot accept Mr. Foster’s 
suggestion that the abolition of cheap 


fares has caused any general or con- 
diversion of passenger traffic 

regret that it is not 
railway fares 


day 
iderable 
from rail to road. | 
to reduce local 





practicable 


Railway Sabotage in India 

Lt.-Colonel Sir Thomas Moore (Ayr 
Burghs—C.) on April 15 asked the Secre- 
tary of State for India whether sabotage 
on the railways in India was still in pro- 
gress; and how many instances’ had 
place in the last three months 

Mr. L. M. S. Amery (Secretary of State 
for India): Instances of attempted sabo- 
railways continue to be 


tage on Indian 
reported. Some 61 such cases were re- 
ported during the last three months—28 


in January, 16 in February, and 17 in 


March Four only of the cases were 
serious or involved loss ot life. 
“hese were two derailments in Assam, 
one in January and one in March 
one derailment in 3ihar in Febru- 
iry; and a bomb explosion at Cawn- 
pore railway station, also in February. 


One attempted derailment and four other 
minor attempts at sabotage have been 
reported since the beginning of April. 


Queensferry Ferry Service 

Mr. G. Mathers (Linlithgow—Lab.) on 
April 7 asked the Parliamentary Secretary 
to the Ministry of War Transport whether 
he could make a statement as to increased 
rates and fares on the ferry service between 
North and South Queensferry 

Mr. Noel-Baker : The ferry 
between North and South Queensferry is 
operated by a private firm under agree- 


service 


ment with the London & North Eastern 
Railway Company. The operators are 
entitled, under this agreement, to make 


charges not exceeding those for which the 
company has statutory authority. The 
recent increase of 10 per cent. brings the 
total increase over pre-war charges to 
20 per cent. on motor goods vehicles and 
25 per cent. on other traffic, but the firm 
has, where necessary, so limited the increase 
made as to keep the new charges within 
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the statutory maxima. The increase did 
not require authorisation by the Minister 
of War Transport. From such financial 
information as I have so far received, 
however, I am not satisfied that the increase 
is justified, and I am calling on the operators 
to show reason why it should not now be 
withdrawn. If they cannot show good 
reason, and are not prepared to withdraw 
the increase, I will consider whether action 
can be taken under Defence Regulations. 
Road Haulage Scheme 

Major A. M. Lyons (Leicester East—C.) 
on April 7 asked the Parliamentary Secre- 
tary to the Ministry of War Transport 
whether, as membership of the new Govern- 
ment scheme was voluntary, he could give 
an assurance that adequate operational 
facilities and reasonable supplies were 
afiorded to those operators who chose not 


to join, 

Mr. Noel-Baker: The purpose of the 
Road Haulage Scheme is to secure the 
greatest practicable economy in the use 


and mileage of haulage vehicles. With this 
in view, the Government intends that all 
long-distance traffic shall be carried in 
vehicles working under the scheme, Hauliers 
who take part in the scheme are guaranteed 
substantial rights in return for their accept- 
ance of certain obligations. It would be 
wholly inconsistent with the object of the 
scheme to assure hauliers who decline to 
take part in it that they will nevertheless 
receive facilities and supplies for carrying 
long distance traffic outside the scheme. 

Major Lyons on April 7 also asked the 
Parliamentary Secretary to the Ministry of 
War Transport the numbers of divisional 
toad officers and area road officers, respec- 
tively, now existing ; and what were their 
salaries and duties respectively. 

Mr. Noel-Baker: There are now 12 
divisional road haulage officers and 48 area 
road haulage officers. Last year the num- 
bers were 6 and 14. Divisional road haul- 
age officers control the ,road haulage 
organisation within their divisions. Four 
of them are unpaid; the other eight 
receive {950 a year. Area road haulage 
officers control the road haulage units in 
their areas which deal with long distance 
traffic; they also arrange the movement 
of Government traffic for shorter distances. 
They are paid from £400 to £750 a year, 
according to the scale and the responsi- 
bility of their work. 

Major Lyons: Will the Minister bear in 
mind that the ultimate distribution and 
control both of material and in operative 
route remain in the hands of the Regional 
Traffic Commissioners and their many 
assistants, and in these circumstances are 
not many of these appointments quite 
unnecessary ? 

Mr. Noel-Baker: I do not accept the 
suggestion for a moment. 

Major Lyons on April 7 also asked the 
Parliamentary Secretary to the Ministry 
of War Transport, whether, in view of the 
diversion of load-carrying from roads to 
rail that resulted from the new Govern- 
ment haulage scheme, he has had adequate 
consultation with the main railways as to 
their capacity to receive such traffic ; and 
if he had received their assurances accord- 
ingly. 

Mr. Noel-Baker: No traffic will be 
diverted to rail or to any other form of 
transport without consultation to ensure 
that it can be carried. 

Major Lyons Is it a fact that this 
scheme was put into operation without a 
single consultation with the railway com- 
panies on their capacity to carry ? 

Mr. Noel-Baker: Of course, we control 
the railway companies and we know what 
their capacity is. 
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Notes and News 


German Wagons for Portugal.—To 
alleviate the shortage of railway rolling 
stock in Portugal, the Portuguese Govern- 
ment placed an order for 200 wagons in 
Germany some time ago. A Swiss message 
dated March 23 that the first batch 
had arrived in Portugal a few days earlier. 


Says 


Credit for Bulgarian State Railways. 


Reporting from Sofia, the Official Ger- 


man News Agency said on March 29 that 
the Bulgarian Minister of Finance had laid 
a bill before the Sobranje for an extra 


ordinary credit of 1,609,000,000 leva for 
the requirements of the~Bulgarian State 
Railways 


Assistant Civil Engineers Required. 
Assistant Engineers (Civil) are required 
for Government railways in West Africa 
for the duration of the emergency, or for 
one tour of twelve to twenty-four months, 
whichever is the lesser period, with possi- 


bility of permanency Details are given 
in our Official Notices on page 447 
Argentine Transandine Railway. 


According to The 
the Argentine 
3,500,000 pesos 


South American Journal, 
Government is to spend 

£210,000) on the recon 
struction of the Transandine Railway 
{incorporated in the Argentine State Rail 
ways system since 1939) during 1943. This 
is said to be included in a total of 
225,000,000 pesos (£13,500,000) to be spent 
on public works 


Trans-Canada Air Lines. 
increases in the number of 


-Substantial 


passengers, air 
mail, and air express carried by Trans- 
Canada Air Lines were recorded in Janu- 
ary, 1943, as compared with the corre- 


sponding month of 1942. The number of 
passengers conveyed totalled 8,003, against 
3,811; the volume of mail 


handled was 
278,933 lb., compared with 128,103 Ilb., 
and of express, 47,289 Ilb., against 


13,564 lb 


Exhibition of Locomotive Photo- 
graphs.—An exhibition of photographs 
of locomotives has been arranged by the 
British railways and London lransport at 
the offices of Dean & Dawson Limited 
81, Piccadilly, London, W.1. Displayed on 
seven panels are 66 photographs, which 
exemplify the progress which 
made in the evolution of locomotives in 
this country. The exhibition was opened 
on April 15 and will continue until May 15. 


has been 


Waterloo Temporary Bridge.—With 
the concurrence of the Ministry of War 
fransport, the London County Council 
proposes to remove the temporary Water 
loo Bridge. It is reported that the timbe1 
work supporting the steel trestles of the 
southern span is wearing out, and that 
considerable repair work would be necessary 
if the bridge were to be retained. Now that 
the new permanent bridge across the River 
Chames at this point is in service, the need 
for the temporary bridge is very small 


Irish Air Lines.—<As a result of nego 
tiations between Aer Lingus Teoranta, West 
Coast Air Services Limited, and the British 
main-line railway companies, combined 
air-rail bookings came into force on April 5, 
and may now be effected between Great 
Britain and Ireland. A further facility is 
the inter< hangeability of air and rail and/or 
steamer tickets. In addition, arrangements 
have been completed for the acceptance of 
railway bulk travel vouchers for travel via 
the existing air services between the two 
countries. On the same date an increase 
of 5s. on the single fare between Dublin 
and Liverpool (the first since the outbreak 
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of war) was made; the single fare is now 
£4 5s. The period of validity of the former 
60-day return ticket (at £7 4s.) has been 
extended to three months without extra 
charge, and the 18-day return ticket has 
been abolished. 


Cheltenham-London Express Fire. 
On April 16 two coaches of the 4 p.m. 
express train, travelling between Chelten- 
ham and London, caught fire between 
Slough and Iver, Buckinghamshire. The 
train was stopped at Iver, and passengers 
left the burning coaches. No one was 
injured. Passengers from the affected 
coaches were accommodated in the remain- 
der of the train. 

German Tramway Passengers in 
1942.—Some 7,700,000,000 passengers were 
conveyed by the German trams, and under- 
ground and elevated railways, in 1942, 
compared with 6,600,000,000 in 1941, an 
increase of about 15 per cent., attributed 
almost wholly to the expansion of profes- 





sional traffic. In 1938, the number of 
STILL MORE WASTE 
PAPER iS NEEDED 


** There is not a battie on land or an engage- 
ment on the sea, not a fighter sortie in the air, 
nor a bomber raid, in which paper has not 
been used at innumerable stages in connection 
with the manufacture of the munitions chat 
actually engage the enemy. 

“It is, of course, a punishable offence to 
destroy paper, or throw it away, or mix it 
with refuse, but that is a negative way to 
achieve results. Generally speaking, the public 
have responded most loyally to appeals, and 
a wonderful war-time code of economy and re- 
covery has been established. Wecannotafford 
to relax, and the thoughtlessness or careless- 
ness of the slacker must be regarded as a 
reproach upon good citizenship."’"—Sir Andrew 
Duncan, Minister of Supply 


SALVAGE EVERY SCRAP 











passengers conveyed by the same means 
of communications in Germany and Austria 
was 4,000,000,000. As between the years 
1941 and 1942 the total route length of 
the combined tram systems (in 148 towns) 


remained practically unchanged; it is 
6,000 km. (3,725 miles 
Vulcan Foundry Limited.—The bal- 


ance of the profit and loss 
twelve months to December 31, 1942, is 
£143,447. Deducting £118,479, appro- 
priated for taxation on the year’s profits 
and adding £38,307 brought forward, 
there is an available balance of £63,275. 


account for the 


From this balance has to be deducted an 
interim dividend of 2} per cent. on the 
cumulative preference shares paid in 


September, 1942, amounting, less tax, to 
£1,250, leaving £62,025. The directors now 
recommend a final dividend of 2} per cent. 
on the 5 per cent. cumulative preference 
shares and 4 per cent. on the ordinary 
shares, both less income tax at 10s., carrving 
forward £43,873 

First Chilean-built Locomotive.—The 
naming ceremony of the first locomotive 
to be built in Chile entirely from domestic 
materials and by Chilean workmen took 
place in the San Bernardo shops of the 
Chilean State Railways on November 21, 
1942. This locomotive, as was recorded 
briefly in our January 22 issue, was given 
the name of Juan Antonio Rios, in honour 
of the President of Chile, who, with several 
Government ministers, attended the cere- 
mony. This locomotive was completed in 
36 days, despite lack of equipment for 
turning out parts in quantity. It was 
sent to the Chilean Exposition & First 
International Sample Fair in Santiago, with 
other types of rolling stock and equipment, 
all built in Chile. It was hoped that other 
locomotives could be constructed, but press 
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reports indicate that this will not be done, 
because all available raw material is needed 
for the repair of rolling stock. 

Mather & Platt Limited.—Net jrotit 
after charging depreciation, directors’ re- 
muneration, provision for doubtful debts, 


taxation, and exceptional items arising 
from the war, was £171,545, or £15,000 
more than for 1941. Adding £74,557 


brought forward makes a total of £246,102 
Final dividend is 6 per cent., 
making 10 per cent. for the year, les tax 
(same), leaving £89,736 to be carried for- 
special reserve account of 1 per cent. on 
ward. ‘A distribution is also made from 


less T iX, 








British and Irish Railway 
Stocks and Shares 











} | Prices 
| 4 ~ 
oa | sq |- 
Stocks a5 So } on 7 
iz a 23, | Rise 
1943 | Fe 
ee — : 
G.W.R. | 
Cons. Ord ; ast 39 63 4 
5°, Con. Pref. ...{ 1154 | 105¢ | 1184 
5°, Red. Pref. (1950)| 1094 | 1034 | 108 
5°, Re. Charge ...| 1333.||:123 | 1354 
5°, Cons. Guar 1303 | 1214 | 134 | 
4°, Deb 117 105 1154 2 
44°, Deb 118 =| 108 =| 474 
44°, Deb 125 113 1234 
5", Deb. 137. | 127, | 136 | 
24 Deb 77 70 | 75 | 
| ' 
L.M.S.R. ss | 
Ord. .. 284 16§ | 324 + 24 
4% Pref. (1923) | 634 50¢ | 644 |+ 25 
4°, Pref. 764 674 | 79 + 
5°, Red. Pref. (1955) | 1033 943 | 1044 | 
4°, Guar. 1045 | 975 | 1045 | 
4°, Deb. | 1083 | 101s | 107. |- 
5°, Red. Deb. (1952)| 111 | 107$ | 110s | 
L.N.E.R. 
5°, Pref. Ord | SI & | «(10G | 
Def.Ord. ... 5 | t@ | 44 |+ 4 
4°. First. Pref. | 62 494 | 634 |+ 3 
4’, Second Pref. 324 18s | 35 ! 24 
5°, Red. Pref. (1955) | 954 79 | 94 [+ 1 
4°. First Guar. 98 88 | 100 
4°, Second Guar 90 78 93 F 
3°, Deb. 8 | 76 | 83 14 
4% Deb. _ ... | 106 | 100} | 1064 ; 
5°, Red. Deb. (1947)| 106 | 103 | 1044 | 
44°, Sinking Fund | 106 1024 | 1064 | 
Red. Deb | | 
| | 
SOUTHERN 
Pref. Ord ; : 77 | 614 774 1+ 44 
Def. Ord. 234 | 144 | 244 | 2 
5°, Pref. 1123 | 104 «| m7) | 
5°, Red. Pref. (1964) | 1108 | 105¢ | i12g | 
5°. Guar. Pref. ; 131 121; | 134 - 
5% Red. Guar. Pref. | 1154 1094 1144 
(1957) | | 
4°, Deb. w+] 16 | 1044 | 113g | — 24 
5°, Deb... 134 1254 | 135 | 
4°,, Red. Deb. (1962 | 1103 | 106 1104 | 
67) | | | 
4°, Red. Deb. (1970 | 111 | 106 | 1104 | 
80) | | 
FORTH BRIDGE 
4°, Deb. 10954 | 108 108 — 
4° Guar. 1054 100 1044 | 
L.P.T.B. 
ay “A” . 1224 il | #224 
5% “A” | 131g | 122) | 1305 | 
3°, Guar. (1967-72) | 95¢ 97% | 100° | 
54° B” 121 Wid | 1205 | 
"C ; 564 38 | 634 + 4 
MERSEY | | 
rd. ... = w:| 27% | 204 294 | . 
3°% Perp. Pref. oof Ch | Be | 6 a ‘| 
4”. Perp. Deb. | 1022 993 | 104 
3°, Perp. Deb. 80; | 76 79 «| 
IRELAND | | 
BELFAST & C.D. | | } 
Ord. ... ne | 9 4 9 | 
| | 
G. NORTHERN 
: ee i me ie [= 14 
| | 
G. SOUTHERN | | 
Sg | 25 | 10 94 | 
Pref. ... 29 | 123 2 |— 2% 
Guar. 53 353 27 «#«j- tlk 
Deb. ... 714 | 554 53g |— t 
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VERSEAS EMPLOYMENT ASSISTANT ENGI 
NEERS (CIVIL) required for the Government 
Railways in West Africa for the duration of the emer 
gency or one tour of 12-24 months, ‘whichever is_ the 
lesser period, with pos lity of pert ney. Salary 





ing salary may 
and experience 


£475 rising to £840. A higher conu 
be offered according to qualificatio 
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Now on Sale 


Universal Directory of Railway Officials 
and Railway Year Book 


48th Annual Edition, 1942-43 











_— ‘ Separation allowance for married men is £80 on salary 
} ) ( . 
0 ICIAL ADVERTISEMI NTS for £475, Free quarters and passages Candidttes 
sertion on this page ld t in as st have had ctical experience of railway civil This unique publication gives the names of all 
tl week as possibl The 1 t time for t ineering wor 1 preferably be Associate principal ulway officers throughout the world 
ficial ee : ee er ety Members of the t f Civil En rs or hok ther with essential particulars of the systems 
ae la isements this pag hay ree granting ¢ from Sectic 4 and B of 1 which they are connected. Much general and 
veek’s i s 9.30 - oO I ding Institution exa Written applications (no tatistical information about railways is also concisely 
M All tisemer 10ul t lresse terviews), giving lars of re, EXT € esented. 
e Railway Gaz 3, Tot Str We if ge ns, “ip = , Price 20/- net. 
ot prese! she t th 
I S.W.1 Overs r Ce Re 397 . i . . 
. hn Pree Sardi THE DIRECTORY PUBLISHING CO., LTD., 
7 “ C2 33, Tothill Street, Westminster, S.W.1 
rdinary stock on account of realisable during the year had been definitely up- interested in the history of the Mumbles 


ts, absorbing £13,636, not liable to 
[his special reserve has been retained 

t ver possible depreciation in value of 
t holding of Government stock. The 
<s were fully employed in all depart- 


Greenock Port & Harbours Pro- 
visional Order.— Opposition to this draft 
Or having been withdrawn, it has been 

ved from Group A of opposed Orders 
ses of the Order as originally drafted 
ided amendment of the Act of 1913 as 
the application of the balance of rates 


ther revenues and to limit the amount 
iterest on the ‘‘ B’”’ deferred debenture 

k Other proposals were Variation 
ites and charges with powel to exceed 
ting authorised rates and charges and 
and charges to be authorised by the 
Order new rates on vessels and powel 
mpose charges for passengers landing 

1 or embarking on certain vessels. Two 


deposited against the 


rhe first was by the Chamber of 
Shipping of the United Kingdom rhe 
id was by the L.M.S.R., the L.N.E.R., 

the Caledonian Steam Packet Co. Ltd 


ons had been 


Assam Railways & Trading Co. 
Ltd.—In the report for the year ended 
March 31, 1942, it is stated that in con 

rence of the war, the Government of 

has taken the company railway 

its control for the period of the 
rgency from April 1, 1942 lrain- 
run in 1941-42 were 364,870 against 
368,014 in 1940-41 The number of 
| engers carried was 1,595,175, an in 


se of 289,097 
24,.79,809 (Rs 


Earnings amounted to 
21,51,383) and expendi- 





to Ks 12,89,122 Rs 13,13,560), 

net earnings Ks. 11,90,687 (Ks 

S : and th operating ratio was 
51-98 per cent vainst 61-06 per cent 


king profits of the railway and trading 
rtments together with dividends and 
st, et amounted to /205,681 
142,620 Deduct £49,337 for contribu 
to provident funds, gratuities 
nge, directors remuneration, 


ex- 


and 


ount provided for renewals and de 
iation, leaving £156,344 Add £49,354 
ight forward, making £205,698 Dx 
iture interest, dividends on the 8 per 
pre-preference \’’ shares and on 
new 6 per cent. preference shares, and 
1mount written off new issue expenses 
£67,272, and the directors have pro- 


d for estimated taxation liabilities in 
and the United Kingdom £92,040, 
ving £46,386 to be carried forward. 


i lia 


Thos. Firth & John Brown Limited. 
Lord Aberconway, presiding at the 62nd 
linary general meeting of this company, 


that although there had been no 
ease in the prices of the companys 
ducts, and in the case of some, quite 
stantial decreases, the trend of costs 


cost had more 
veneral and 
output 
rhe 
con- 
new 


wards, and the increases in 
than offset the reduction in 
overhead charges which increased 
had enabled the company to effect 
company’s research work was being 
tinued with excellent results both on 
products and on su h changes in manufac- 
ture as special Government requirements 
or supplies of raw materials had dictated 
lhe products of the company were tor the 
most part materials and appliances for the 
use of mechanical, electrical, chemical, and 
structural engineers Advancement in 
engineering workmanship and design was 
dependent in no small degree on progressive 
improvement in the strength, durability 
and resistance to wear, under service condi- 
tions, of the materials available to the 
engineer. Such research also bore on the 
question of manufacture and 
employment 





post-wal 


- The 


under 


Company. 
\.G 


Warsaw 
Warschauet 
‘ trustee ”’ 
1941, owns and 


Railway 
Eisenbahn 
administration since March 31, 
operates two lines one 
connecting Warsaw (Belvedere Station) and 
Iwiczna, a distance of 15 route miles, and 
joining at the latter station the State 
railway line connecting Warsaw (Szopy 
Station) with Nowe Miasto, to the south 
of the Polish capital Iwiczna is only 
7 miles from Szopy station Che other line 
runs between Warsaw Vistula Station) 
and Karczew, a distance of 18 route miles 
most of the line to Otwock is parallel with 
and to the south of, the Warsaw-Debl®h 
main line 
The Oldest Passenger Railway.— At 
the meeting of the SKAL Club of Birming 
ham, held on April 7, the speaker was 
Mr. R. K B.S¢ \.M.Inst.T., of the 
Birmingham & Midland Motor Omnibus 
Co. Ltd. (Midland Red Services He 
took for address the subject of ‘‘ The 
Oldest Passenger Railway.’ The line in 
question, generally known as the Mumbles 
Railway, has had an independent 
of 139 vears, and an adventurous caree! 


( ope, 


his 


caree!l 


out of all proportion to its mileage This 
railway was incorporated by an Act of 
1804. and holds the record for the earliest 
regular passenger service by rail, which 
was begun on March 25, 1807, and was, of 


course, worked by horses. Steam traction 
was introduced in 1877, but for lengthy 
periods the steam service was interspersed 
with a horse-drawn one until March 31, 
1896. In the later steam days trains wert 
increased in length at holiday periods to 
18 or 20 carriages, and conveyed as many 
as 1,800 passengers by one train Mr. Cope 
concluded: ‘‘ The historical references are 
taken from a book* published last year, 
which is heartily recommended to all 
First Passenger Railway,’ 


by Charles E. Lee 
Published by The Ratlway Gazette. Price 5s 


d t 





t 


Railway ; itis entitled ‘ The First Passenger 
Railway,’ and the author is Mr. Charles E. 
Lee, well known as a profound railway 
historian. It is to be hoped that this 
interesting railway will continue for many 
years to retain its individuality and inde- 


pendence We are indebted to Mr. Fred 
Barrett, Press Secretary of the Skal Club 
of Birmingham (G.W.R., Snow Hill Sta- 
tion), for sending us an account of the 
lecture 


Northern General Transport Co. Ltd. 


This company, a_ subsidiary of the 
L.N.E.R. and the British Electric Traction 
Co. Ltd., jointly, reports that in the year 
1942 revenue amounted to 1,116,370 
(£1,056,072), and expenses, including provi- 
sions made for renewals, deferred repairs, 


and taxation £979,403 (£909,366), 
leaving a surplus on working of £136,967 


were 


£146,706 Adding £76,824 brought for- 
ward makes a total of £213,791. The 
directors recommend transfers to reserve 


£30,000 
£3,000 


(£40,000), and to employees’ fund 
same Dividend recommended on 
the ordinary shares for the year is 10 per 
cent. (same), and the amount to be carried 
forward is £78,183 








“ ry" 
Contracts and Tenders 
Che Bengal-Nagpur Railway has recently 
placed a contract, to the inspection of 
Messrs. Wolfe Barry, Robert White & Part 
ners, with Robert Stephenson & Hawthorns 
Limited, for 8 locomotive boilers for ‘‘GS”’ 
class engines 

Che orders below have been placed recently 
by the Egyptian State Railways P 

General Electric Co, Ltd.: T. & T. 
ubing, solid elbows, tee boxes. 

Elliott Lucas Limited: Pliers, 

furner Brothers Asbestos Co. 
gland packing 

William Spencer & Son, Ltd.: Files. 

Guest, Keen & Nettlefolds Limited: Screws. 

J. Stone & Co, Ltd.: Batteries; testers, positive 
section, 

Siemens Electric Lamps & Supplies Limited : 
rrain lighting lamps. 


materials, 


nippers 


Ltd.: Steam 


Gent & Co. Ltd Dial clock and crystal 
quarter circle. 
sayliss, Jones & Bayliss Limited: Rods and 


stay tighteners. 
Davis & Tin 
brass. 
Automatic 
Rings. 
Morgan Crucible Co. Ltd. : Carbon brushes. 
Phoenix Telephone & Electric Works Limited : 
Coils. 
sun 
wiring. 
Erricson 


mins Limited: Screw terminal 


relephone & Electric Co. Ltd. : 


Electrical Co. Ltd.: Clipsfor interior 


; Telephones Limited : Plugs and 
sleeves 10r switchboard. 
George Salter & Co. Ltd.: Steam pressure 


gauges. 
Moore Wright (Sheffield) Limited : Micrometer 
calipers. 
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tluwwayv result that prices respond readily to , 
Railway Stock Market t that prices respond readily to any 
/ moderate increase in demand. 
Most sections of the Stock Exchange force until the eventual decision as to the Great Western ordinary has riser n 
have exhibited a firm tone, and the organisation of transport in the post-war balance from 5914 to 63 at the time o 
; 8é gga I oe 2 { 
general trend in values was to higher period, it might as time proceeds be de- writing. On the other hand, Great 
levels. There was nevertheless very little cided to modify the existing rental so as Western 5 per cent. preference moved 
improvement in demand, but on the to allow of better dividends on the junior back from 119} to 118}, and the 4 per 
other hand, many securities remained so_ stocks, or at least to permit a return on cent. debentures were 1154. L.M.S.R. 
firmly held that they were in small L.N.E.R. deferred and preferred stocks. ordinary has risen strongly from 30? to 
supply in the market. Consequently, the The upward movement in values has in- $322; the 1923 preference improved from 
disposition was for prices to show strong cluded such stocks as Southern preferred, 63 to 644, and the senior preference was Rail 
response to any increase in demand. L.M.S.R. 1923 preference, and L.N.E.R. a point better at 793. L.M.S.R. guaran 
Although best prices recorded in the past first and second preference issues, the teed eased to 1034. In fact, various Gh, 
few days were not maintained, home rail- yields on which must be considered as guaranteed and prior charge stocks ha 
way securities showed good gains on _ attractive when considered in relation to an easier appearance, but this was du Fe 
balance This was attributed to a_ their investment merits. to the recent tendency in British Funds t 
variety of factors, but the underlying Argentine railway securities developed It is realised, however, that yields o1 ie: 
consideration is that yields have a very 1 better tendency, and showed a fairly home railway prior charges have an 
ittractive appearance when compared widespread improvement, extending from attractive appearance, bearing in 
with those on other groups of securities, ordinary stocks to the debentures. Senti- that current yields compared favourably ‘ 
and that, moreover, home railway divi- ment was aided by the indication of the with those on other high-grade stocks 
dends can be considered as being virtu- improving exchange position, which was L.N.E.R. second preference was pr 
ally guaranteed by the Government provided by the recent announcement nent, and has risen further on balanc: 
during the currency of the rental agree that the Argentine authorities have from 33} to 35; the first preferenc 
ment. There has been a continuance of decided to alter exchange rates so far as moved up from 61 to 63}. Southern pre- 
vague talk in the market of a_possibk non-regular exports are concerned. This ferred rose from 74 to 77}, and 
revision of the agreement Possibly and other factors, including the very deferred from 222 to 24}. Lon -- 
however, a more important consideration difficult conditions being experienced by Iransport ( improved from 59! . fs 
that has influenced the market has been’ the British-owned railways in the Argen- 62}. VoL. 4 
wider recognition of the point, which has_ tine, have aroused hopes that the Argen- Apart from the general improvement = 
been mentioned in these notes on variou tine Government) may reconsider the in Argentine railway issues, there 
occasions, namely, that the rental agree ipplication of the railways to be allowed few movements of importance among 
ment may remain in force for a lengthy to make remittances at the official foreign railway stocks. San Paulo ordi 
peru d as it is to run until at least one buyers’ rate of exc hange Th recent narv had ta steady appearance at 64 I ! 
vear after the termination of hostilities improvement in Argentine railway securi- awaiting the dividend. Elsewhere Lett 
which may imply until Japan, as well as_ ties has been out of proportion to the Canadian Pacifics eased, it being realised Phe 
Germany, has been defeated If it were demand expe rienced; the stocks are held that dividend prospects will still deper . e 
lecided to keep the rental agreement in firmly and in small supply, with the on further reduction in the funded de Vy 
i Iie 
Traffic Table and Stock Prices of Overseas and Foreign Railways ma 
f 3 Val 
rm ) 
Traffic for Week 4 Aggregate Traffics to date Prices ; 
eo 
Miles Week 3 Totals snares - 2 - si S 
Railways open Ending Tasel Inc. or Dec a) . Increase or =i 2? eS =f )088 
_ oe compared - 19423 4 Decrease Stock som 5 oO Pa 4s — 
this year with 1941 2 > 4 1941 2 -_ 4 < > = 
é 
tratin, 
, : é £ £ £ £ ‘ . 
Antofagasta (Chili) & Bolivia 834 18.4.43 27,760 4,180 16 424,99) 333,770 + 91,220 Ord. Stk 14 7k 13 Nil is nou 
Argentine North Eastern 753 17.4.43_ 13,332 | + 2,6 | 42 513,056 440,628 + 72,438 _ 6 3 6 Nil 
Bolivar 174 Mar., 1943 6,520 1,964 | 12 16,331 14,128 +4 2,203 6p.c.Deb. 19% 10 194 > Nil 
Brazil : Bonds 204 9 224 ~—SONil ' 
Buenos Ayres & Pacific 2,807 17.4.43 114,900 4 15,000 42 4,178,640 3,628,260 + 559,380 Ord. Stk 7} 4 é$ Nil {he 
Buenos Ayres Great Southern | 5,080 17.4.43 167,820 + 8,520 | 42 6.802.560 6,161,940 4 640,620 Ord. Stk. !24) 7%! 125 Nil wing 
Buenos Ayres Western 1,930 17.4.43 55,380 5,760 42 2,260,440 2,146,440 + 114,009 x 1236 12, | Nil ho tad 
«| Central Argentine 3,700 17.4.43 133,278 + 30,228 42 5,572,257 4,420,845 + 1,151,412 es 9} 45 7 Nil 
= Do — Dfd 33 2h 44 Nil 
©} Cent. Uruguay of M. Video 972 17.4.43 % 1,022 + 9,886 42 1,184,340 1,045,584 + 138,756 Ord. Stk. 8 4 64 Ni PO 
= | Costa Rica 262 Feb., 1943 17,896 3,118 35 114,452 180,476 — 66,024 Stk. 164 i 134 N V6 
<1! Dorada 70 | Jan., 1943 6,000 3,530 4 - 1Mt.Db. 904 89 92 ét é 
& | Entre Rios . 808 17.4.43 16,698 1,854 42 742,326 644,532 + 97,794 Ord. Stk. 33 44 6 | Nil counts 
=] Great Western of Brazil 1,030 17.4.43 14,800 + 5,550 I5 225,800 172,000 + 83,800 , Ord. Sh. 9/- 9/- 37/6 Nil send | 
&( International of Cl. Amer 794 = jan., 1943 $655,799 $5506 4 $655,799 $661,305 — $5,506 : : anacee 
J \ Interoceanic of Mexico : . Ist Pref. {4 5/3 2 Nu f We 
=i La Guaira & Caracas 22% Mar., 1943 9,360 + 1,890 12 27,435 19,860 + 7,575 5 p.c. Deb ae} 824 N . 
~ | Leopoldina 1,918 17.4.43 34,277 7,298 15 499,674 463 691 + 25,983 | Ord. Stk 63 34 5 Nil Britat 
3 | Mexican 483 14.4.43 ps. 341,000 ps. 4,900 14 ps.5,078,900 | ps.5,168:700 — ps. 89,800 Ord. Stk | 4 \ Nil 
“| Midland Uruguay 319 Feb., 1943 17,320 + 4,728 32 115,979 107,191 8.788 : 
I Aierase 382 15.4.43 6,680 + 375 13 42,058 41,705 353. Ord. Sh. 77 34-80 Nil 
| Paraguay Central 274 16.4.43 $4,546,000 + $15,000 42 $165,352,000 $146,061,000 + $19,291,000 Pr.Li.Sck. 53 40 52a NG Oo 
Peruvian Corporation 1,059 Mar., 1943 90,729 1,047 36 757,581 671,716 + 85.865 Pref 19% a) Nil tion 11 
Salvador 100 Jan., 1942 c 177,000 c 39,000 30 c 609,000 ¢ 499,172 + c 109,828 “ 
San Paul 1534 11.4.43 38,379 5,721 $5 523,184 511,940 +4 11,244 Ord. Stk 59 4! 634 3* page 
| Talcal 160 Mar., 1943 4.435 535 37 41,346 39,015 2'331 Ord. Sh. 41/-| 23/-| 32/6; Nil he t 
\ United of Havana 1,346 17.4.43 66,048 19% 42 ~—-2,112/959 1,221,503 4 891.456 Ord. Stk. 8} 2, 6 Nil am ie 
\ Uruguay Northern 73 Feb., 1943 1,438 42S 35 11,043 9,955 4 1,088 a r a 
c f the 
2 Canadian Pacific 17,039 31.3.43 1,685,400 289,400 12 12,656,600 11,529,000 + 1,127,660 | Ord. Stk 163 9%;| 17 
5 ° 
Barsi Light 202 Jan., 1943 22,440 10,612 42 172,958 135,663 37,095 — l'nt 
- | Bengal & North Western 2,090  Nov., 1942 264,975 33,087 8 449,400 561,082 111,682 — - 
@ | Bengal-Nagpur 3,267 Feb., 1943 932,775 84,975 46 10,031,400 9,111,000 920,400 Ord. Stk.| 102 88 1034 35 “a 
~ jras & Southern Mahratta 2,939 10.1.43 242,475 33,202 28 6,658,391 5,656,721 100,167 és 1054 87 1084 53 ne 
= und & Kumao 571 Nov., 1942 555,750 5,072 8 115,950 99,909 16,041 _ —_ 
uth Indian 2,402 10.14.43 166,555 778 39 4,928,736 4,148,309 + 780,427 a 1033 88% 1024 4% 
By 
607 20.1.43 14,821 + 2,325 43 373,655 272,885 + 100,770| Prf.Sh. 54 1} 4° ‘Nil it is 
: - B. Deb 44 35 35 0. resear 
277 Feb., 1943 27,341 9,886 32 252,708 158,894 4 93,814 Inc. Deb. 95 90 98 6% numb 
1,900 26.12.42 91,754 35,534 38 2,570,963 2,112,188 + 458,775 _ - 
13,291 13.2.43 828,296 11,224 46 36,019,758 34,972,298 1,047,460 _ 
4,774 Noy... 1942 1,407,419 4 227,886 - - - 
Ow 
due t 
e ' “ a AS 01 
Note. Yields are based on the approximate current prices and are within a fraction of 7 Argentine traffics are given in sterling calculated @ 16% pesos to the £ eel 
t Receipts are calculated @ Is. 6d. to the rupee § ex dividend by itn 
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